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TANK  VESSELS  OF  20,000  DWT  OR  MORE 
CARRYING  OIL  IN  BULK 

Fropoted  Dosign,  Equipmont,  Oporoting,  and 
Portonnol  Standards. 

AGENCY;  Coast  Guard,  DOT. 

ACTION:  Proposed  rules;  withdrawal 
of  previous  proposal. 

SUMMARY:  The  Coast  Guard  pro¬ 
poses  to  add  to  the  rules  for  tank  ves¬ 
sels  carrying  oil  in  bulk,  standards  for 
segregated  ballast  tanks,  dedicated 
clean  ballast  tanks,  and  crude  oil 
washing  systems,  and  to  withdraw  a 
previous  proptosal  (42  FR  24868)  for 
double  bottoms  and  segregated  ballast 
tanks  for  certain  tank  vessels.  The 
proposed  standards  are  essentially  the 
same  as  the  standards  and  recommen¬ 
dations  contained  in  the  Protocol  of 
1978  relating  to  the  International  Con¬ 
vention  for  the  Prevention  of  Pollution 
from  Ships,  1973  which  are  reflected  in 
the  Port  and  Tanker  Safety  Act  of 
1978.  Adoption  of  the  proposal  would 
reduce  the  probability  of  spillage  of  oil 
into  the  navigable  waters  of  the 
United  States  from  vessel  accidents, 
reduce  the  amount  of  operational  dis¬ 
charges  to  the  oceans  by  deballasting 
and  tank  cleaning,  and  contribute  to 
the  conservation  of  oil. 

DATES:  1.  Written  comments  must  be 
received  on  or  before  April  16,  1979.  2. 
The  hearings  will  be  held  on  March 
21, 1979  and  on  March  28, 1979. 

ADDR£]SSE1S:  Written  comments 

should  be  submitted  to  Commandant 
(G-CMC/81)  (CGD  77-058b),  U.S. 
Coast  Guard,  Washin^n,  D.C.  20590. 
Comments  will  be  available  for  exami¬ 
nation  at  the  Marine  Safety  Council 
(G-CMC/81),  Room  8117,  Department 
of  Transportation,  Nassif  Building,  400 
Seventh  Street,  SW.,  Washin^on, 
D.C.  20590.  A  copy  of  the  Regulatory 
Analysis  and  Evironmental  Impact 
Statement  relating  to  this  amend¬ 
ment,  the  Protocol  of  1978  Relating  to 
the  International  Convention  for  the 
Safety  of  Life  at  Sea,  1974  and  the  Pro¬ 
tocol  of  1978  Relating  to  the  Interna¬ 
tional  Convention  for  the  Prevention 
of  Pollution  from  Ships,  1973 
(MARPOL  ProtoTOl)  are  also  available 
for  examintation  at  this  address.  The 
Coast  Guard  will  hold  2  public  hear¬ 
ings  concerning  this  proposal.  The 
first  will  be  held  on  March  21,  1979, 
beginning  at  9:30  a.m.,  in  Room  2230, 
400  7th  Street,  SW.,  Washington,  DC 
20590.  The  second  will  be  held  on 
March  28,  1979,  beginning  at  9:30  a.m.. 


in  the  Jack  Tar  Hotel,  Garden  Room, 
Van  Ness  at  Geary,  San  Francisco,  CA 
94101. 

FOR  FURTHER  INFORMATION 
CONTACT: 

Commander  George  F.  Ireland,  Mer¬ 
chant  Marine  Technical  Division  (G- 
MMT-1/82),  Room  8207,  U.S.  Coast 
Guard,  Nassif  Building,  400  Seventh 
Street,  SW.,  Washington,  D.C.  20590 
(202-426-4431). 

SUPPLEMENTARY  INFORMATION: 
1:  Interested  persons  are  invited  to 
participate  in  this  proposed  rulemak¬ 
ing  by  submitting  written  data,  views, 
or  arguments.  Persons  submitting 
comments  should  include  their  names 
and  addresses,  identify  this  notice 
(CGD  77-058b)  and  the  specific  sec¬ 
tion  of  the  proposed  regulations  to 
which  their  comments  apply,  and  give 
reasons  for  the  comments.  The  regula¬ 
tions  may  be  changed  in  the  light  of 
comments  received.  All  comments  re¬ 
ceived  before  expiration  of  the  com¬ 
ment  period  will  be  considered  before 
final  action  is  taken  on  these  proposed 
regulations. 

2.  Interested  persons  are  invited  to 
attend  the  hearings  and  present  oral 
or  written  statements  on  these  pro¬ 
posed  regulations.  It  is  requested  that 
anyone  desiring  to  make  oral  com¬ 
ments  at  a  public  hearing  notify  Cap¬ 
tain  Philip  J.  Danahy  at  the  address 
listed  under  ADDRESSES,  at  least  10 
days  before  the  scheduled  date  of  the 
hearing  and  specify  the  approximate 
length  of  time  needed  for  the  presen¬ 
tation.  It  is  urged  that  a  written  sum¬ 
mary  or  copy  of  the  oral  presentation 
be  included  with  the  notification. 

Drafting  Information 

The  principal  persons  involved  in 
drafting  this  proposal  are;  Command¬ 
er  George  F;  Ireland.  Project  Man¬ 
ager,  Office  of  Merchant  Marine 
Safety,  and  Mr.  Stanley  Colby,  Project 
Attorney,  Office  of  Chief  Counsel. 

Background 

During  the  Winter  of  1976/1977  sev¬ 
eral  tanker  casualties  occurred  in  or 
near  U.S.  waters  which  demonstrated 
the  need  for  a  global  effort  to  improve 
both  the  levels  of  safety  and  degree  of 
pollution  prevention  from  oil  tankers. 
This  series  of  casualties  resulted  in 
great  public  concern  within  the  United 
States  over  the  risks  associated  with 
the  marine  transportation  of  oil.  De¬ 
mands  for  the  Federal  government  to 
take  additional  steps  to  improve 
tanker  safety  and  pollution  prevention 
were  evident. 

Both  the  Executive  Branch  of  the 
Federal  govement  and  the  Congress 
responded  to  these  demands.  An  Inter¬ 
agency  Oil  Pollution  Task  Force  was 
established  to  review  the  problem  and 
make  recommendations.  As  a  result. 


on  March  17,  1977,  President  Carter 
announced  a  series  of  desired  Federal 
government  actions  to  deal  with  the 
problem  of  marine  oil  pollution  caused 
by  oil  tankers. 

These  Presidential  Initiatives  includ¬ 
ed  a  diverse  but  interrelated  group  of 
measures  designed  to  reduce  the  risks 
associated  with  the  marine  transporta¬ 
tion  of  oil.  These  measures,  both  inter¬ 
national  and  domestic  in  nature  and 
scope,  aimed  toward  achieving  a 
number  of  objectives,  including  reform 
of  ship  construction  and  equipment 
standards  for  all  U.S.  and  foreign 
tankers  over  20,000  deadweight  tons 
entering  U.S.  ports. 

Specifically,  the  Secretary  of  Trans¬ 
portation  was  directed  to  develop  new 
rules  within  60  days  which  would  in¬ 
clude: 

•  Double  bottoms  on  all  new  tank¬ 
ers; 

•  Segregated  ballast  on  all  tankers; 

•  Inert  gas  systems  on  all  tankers; 

G  Backup  radar  and  collision  avoid¬ 
ance  equipment  on  all  tankers; 

•  Improved  emergency  steering 
standards  for  all  tankers; 

•  Where  technological  improve¬ 
ments  and  alternatives  could  be  shown 
to  achieve  the  same  degree  of  protec¬ 
tion  against  pollution  or  safety  bene¬ 
fits,  the  proposed  rules  could  allow 
their  use. 

In  response  to  these  initiatives  the 
Coast  Guard  published  proposed  rules 
in  the  May  16,  1977  issue  of  the  Feder¬ 
al  Register  (42  FR  24868)  to  incorpo¬ 
rate  the  recommended  changes  to  ship 
construction  and  equipment  stand¬ 
ards.  As  a  result  of  public  interest  gen¬ 
erated  by  these  proposals,  the  period 
for  public  comments  was  extended 
from  September  1,  1977  to  November 
15,  1977.  Over  200  written  comments 
were  received  during  this  period,  most 
of  which  indicated  support  for  more 
stringent  tanker  standards. 

At  the  same  time,  the  United  States 
proposed  changes  to  the  international 
standards  for  tanker  construction  and 
equipment  and  the  international 
system  of  inspection  and  certification 
of  tankers.  These  proposals,  together 
vidth  various  alternatives,  were  consid¬ 
ered  at  the  International  Conference 
on  Tanker  Safety  and  Pollution  Pre¬ 
vention  (TSPP)  held  under  the  aus¬ 
pices  of  the  Intergovernmental  Mari¬ 
time  Consultative  Organization 
(IMCO)  in  London,  February  6-17, 
1978.  IMCO  is  the  specialized  agency 
of  the  United  Nations  which  considers 
maritime  safety  and  pollution  preven¬ 
tion  matters.  A  draft  environmental 
impact  statement  was  prepared  re¬ 
garding  the  effects  of  U.S.  participa¬ 
tion  in  the  February  Conference  and 
was  made  available  to  the  Presidents 
Council  on  Environmental  Quality  and 
the  public  on  February  3, 1978. 
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The  Coast  Guard  waited  until  the 
International  Conference  was  conclud¬ 
ed  before  taking  any  further  action  on 
the  proposal  made  on  May  16, 1977. 

Withdrawal  of  Proposal  op  May  16, 
1977 

The  Conference  adopted  two  impor¬ 
tant  instruments;  the  Protocol  of  1978 
Relating  to  the  International  Conven¬ 
tion  for  the  Safety  of  Life  at  Sea,  1974, 
and  the  Protocol  of  1978  Relating  to 
the  International  Convention  for  the 
Prevention  of  Pollution  from  Ships, 
1973.  Because  the  standards  adopted 
by  the  Conference  are  at  least  equiva¬ 
lent  and  in  some  cases  are  more  strin¬ 
gent  than  the  Presidential  Initiatives, 
and  realizing  that  pollution  of  the  seas 
by  oil  is  a  global  problem  which  re¬ 
quires  a  global  solution,  the  Coast 
Guard  intends  to  propose  the  TSPP 
standards  instead  of  the  rules  for 
double  bottoms  and  segregated  ballast 
proposed  in  the  Federal  Register  of 
May  16,  1977.  Accordingly,  that  pro¬ 
posal  is  hereby  withdrawn. 

NEW  PROPOSAL 

On  April  20,  1978  the  Coast  Guard 
issued  a  Notice  in  the  Federal  Regis¬ 
ter  (43  FR  16886)  of  a  plan  to  imple¬ 
ment  the  results  of  the  TSPP  Confer¬ 
ence.  The  dates  for  implementation 
were  subsequently  amended  by  an¬ 
other  notice  published  in  the  Federal 
Register  of  September  21,  1978  (43 
FR  42833).  The  proposal  in  this  docu¬ 
ment  is  issued  in  accordance  with  that 
plan  and  adopts  the  substance  of  the 
TSPP  requirements..  This  proposal 
also  implements  certain  minimum 
standards  contained  in  Section  5  of 
the  Port  and  Tanker  Safety  Act  of 
1978  (PTSA)  which  are  the  same  as 
standards  adopted  by  the  TSPP  Con¬ 
ference.  Other  provisions  of  the  new 
Act  will  be  the  subject  of  future  rule- 
making  proposals  in  the  Federal  Reg¬ 
ister. 

Discussion  of  the  Proposed 
Regulations 

The  proposed  regulations  would  re¬ 
quire  the  following: 

1.  A  crude  oil  tank  vessel  of  20,000 
DWT  or  more  that  is  contracted  for 
after  June  1,  1979  or  delivered  after 
Jime  1, 1982  would  be  required  to  have 
protectively  located  segregated  ballast 
tanks  (SBT)  and  crude  oil  washing 
(COW)  system. 

2.  All  other  crude  oil  tank  vessels  of 
40,000  DWT  or  more  would  be  re¬ 
quired  to  have  either  SBT,  COW,  or 
dedicated  clean  ballast  tanks  (CBT) 
not  later  than  June  1,  1981.  The  CBT 
option  ceases  on  June  1, 1983  for  crude 
oil  tank  vessels  of  70,000  DWT  or 
more,  and  on  June  1, 1985  for  crude  oil 
tank  vessels  between  40,000  DWT  and 
70,000  DWT. 


3.  A  tank  vessel  of  30,000  DWT  or 
more  that  carries  oil  other  than  crude 
oil,  that  is  contracted  for  after  June  1, 
1979  or  delivered  after  Jvme  1,  1982 
would  be  required  to  have  protectively 
located  SBT. 

4.  All  other  tank  vessels  of  40,000 
DWT  or  more  that  carry  oil  other 
than  crude  oil  would  be  required  to 
have  either  SBT  or  CST  not  later 
than  June  1, 1981. 

The  definition  of  tank  vessel  has 
been  expanded  to  include  integrated 
tug  barges.  This  is  because  for  pur¬ 
poses  of  this  propsed  rulemaking  the 
level  of  safety  and  pollution  preven¬ 
tion  of  these  vessels  should  be  the 
same  as  self  propelled  tankships. 

SBT  are  tanks  which  are  completely 
separated  from  cargo  oil  and  fuel  oil 
systems  and  which  are  permanntly  al¬ 
located  to  the  carriage  of  water  bal¬ 
last.  Protectively  located  (PL)  SBT  are 
segregated  ballast  tanks  which  are  lo¬ 
cated  within  the  cargo  tank  length  of 
a  tanker,  outboard  of  or  below  the 
cargo  tanks,  which  would  provide  pro¬ 
tection  against  oil  outflow  in  the  event 
of  a  collision  or  groimding. 

COW  is  a  tank  cleaning  procedure 
that  utilizes  crude  oil  as  the  washing 
medium.  Crude  oil  is  discharged 
through  fixed  tank  washing  machines 
positioned  so  that  oil  is  sprayed  on  in¬ 
ternal  tank  bulkheads  and  structures 
to  remove  the  oil  residue  which  re¬ 
mains  after  cargo  discharge.  The  spray 
action  of  the  thixotropic  crude  oil  and 
the  subsequent  rundown  place  the  oil 
residue  back  into  suspension  so  that 
the  combination  of  remaining  cargo 
and  residue  can  be  collected  and  dis¬ 
charged  ashore  through  installed 
piping.  Due  to  the  solvent  action  of 
the  crude  oil,  the  amoimt  of  oil  and 
sludge  recovered  and  pumped  ashore 
is  increased  significantly  over  that 
which  is  removed  by  other  washing 
techniques.  The  potential  for  pollu¬ 
tion  is  reduced  because  less  oil  and 
sludge  remains  in  the  empty  tanks  to 
be  mixed  with  ballast  water  which  is 
subsequently  discharged. 

Dedicated  CBT  are  cargo  tanks  dedi¬ 
cated  solely  to  the  carriage  of  clean 
ballast  water  and  no  longer  carry 
cargo.  The  associated  piping  systems 
and  pumps  may  be  common  for  both 
cargo  and  ballast  systems  provided 
they  are  flushed  prior  to  handling 
clean  ballast. 

In  interpreting  the  term  “Major  con¬ 
version”,  as  used  in  the  PTSA,  the 
Coast  Guard  has  determined  that  the 
Installation  of  only  segregated  ballast 
tanks,  dedicated  clean  ballast  tanks,  or 
a  crude  oil  washing  system  would  not 
be  considered  a  major  conversion.  This 
determination  is  consistent  with  the 
use  of  that  term  in  the  Protocol  of 
1978  Relating  to  the  International 
Convention  for  the  Prevention  of  Pol¬ 
lution  from  Ships,  1973. 


These  proposed  regulations  would 
implement  the  Standards  contained  in 
the  Protocol  of  1978  Relating  to  the  In¬ 
ternational  Convention  for  the  Preven¬ 
tion  of  Pollution  from  Ships,  1973. 
Proposed  implementation  dates  and 
application  of  these  standards  are  con¬ 
sistent  with  the  Protocol.  It  is  pro¬ 
posed  that  final  rules  be  published 
before  Jime  1,  1979,  in  order  to  meet 
the  fixed  date  requirements  contained 
in  the  Protocol. 

The  Coast  Guard  evaluated  alterna¬ 
tives  to,  and  standards  in  addition  to, 
the  standards  adopted  by  the  TSPP 
Conference.  These  included: 

•  The  original  TSPP  proposals  by 
the  United  States 

•  Increase  in  applicability  of  PL/ 
SBT  for  new  vessels 

•  Deletion  of  COW  option  for  exist¬ 
ing  crude  carriers 

•  Increased  applicability  of  CBT 
and  SBT  options 

The  environmental  and  cost  impacts 
of  these  measures,  together  with  the 
reasons  why  the  Coast  Guard  chose  to 
implement  the  standards  adopted  by 
the  TSPP  Conference  are  set  forth  in 
the  Environmental  Impact  Statement 
and  Regulatory  Analysis  prepared  as  a 
part  of  this  rulemaking  proposal. 

Environmental  Impact 

The  proposed  regulations  are  aimed 
at  reducing  accidental  and  operational 
oil  pollution  and  improving  the  safety 
of  tank  vessels,  as  were  the  measures 
proposed  on  May  16,  1977.  For  new 
crude  oil  carriers  and  tank  vessels  that 
carry  oil  other  than  crude  oil  (product 
carrier)  the  original  propo^  for 
double  bottoms  and  SBT  is  being  re¬ 
placed  by  a  proposal  for  protective  lo¬ 
cation  of  SBT  and,  on  new  crude  oil 
carriers,  COW  would  also  be  required. 

Protective  location  of  SBT  is  the  se¬ 
lective  location  of  SBT  along  ths  sides 
and  bottom  of  the  cargo  tanks  to  pro¬ 
vide  a  measure  of  protection  against 
hull  penetration  produced  by  collision, 
ramining.  or  groimding.  The  proposed 
regulations  would  require  45%  hull 
protection  for  tank  vessels  of  20,000 
DWT  linearly  interpolated  to  30%  for 
200,000  DWT  tank  vessels.  Most  of  the 
tankers  to  which  this  rule  applies  and 
that  operate  within  U.S.  waters  are  in 
the  size  range  that  would  require  40- 
45%  protection  of  the  cargo  tanks. 
Protective  location  of  SBT,  together 
with  COW  for  new  crude  oil  tankers,  is 
expected  to  provide  at  least  the  same 
level  of  protection  of  U.S.  waters  from 
operational  pollution  as  would  double 
bottoms. 

Side  damaging  accidents  (collisions 
and  rammlngs)  resulting  in  oil  outflow 
within  50  miles  of  the  U.S.,  occur  more 
frequently  than  bottom  damaging  ac¬ 
cidents.  Thus  SBT  distributed  to  selec¬ 
tively  protect  40-45%  of  the  side  and 
bottom  shell  area  would  have  approxl- 
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mately  the  same  effect  in  reducing  ac¬ 
cidental  oil  outflows  in  U.S.  waters  as 
would  a  requirement  for  double  bot¬ 
toms. 

All  tankers  that  have  COW  would  be 
required  to  have  an  inert  gas  system 
that  must  be  in  proper  operation 
during  the  washing  process.  The  pro¬ 
posed  dates  for  implementation  of  re¬ 
quirements  for  inert  gas  systems  are 
also  contained  in  the  September  21, 
1978  notice. 

For  existing  vessels  (defined  in 
§157.03(j)  as  any  vessel  that  is  not  a 
new  vessel)  the  May  16,  1977  proposed 
requirement  for  SET  is  being  replaced. 
The  new  proposal  would  give  existing 
crude  oil  carriers  the  option  of  SET  or 
COW  with  CET  as  an  interim  meas¬ 
ure.  Existing  product  carriers  would 
have  the  option  of  SET  or  CET. 
Where  SET  or  CET  are  located 
against  the  shell  of  the  tank  vessel, 
they  provide  defense  against  acciden¬ 
tal  oil  outflow  in  the  event  of  a  colli¬ 
sion,  ramming,  or  groiuiding,  in  which 
case  the  added  benefits  of  protective 
location  of  SET  previously  discussed 
would  apply. 

Operational  pollution  from  tank  ves¬ 
sels  occurs  from  deballasting,  tank 
cleaning,  and  sludge  removal  prior  to 
shipyard  entry.  SET  eliminates  oil  pol¬ 
lution  generated  during  deballasting 
but  does  not  reduce  oil  pollution  from 
the  other  two  operations.  COW,  how¬ 
ever,  reduces  pollution  from  all  of 
these  operations.  In  addition,  COW 
provides  an  economic  benefit  because 
a  greater  amoimt  of  cargo  may  be  dis¬ 
charged  ashore  from  each  tank  that 
has  been  crude  oil  washed. 

It  is  estimated  that  SET  on  all  exist¬ 
ing  crude  oil  tank  vessels  of  40,000 
DWT  or  more  which  call  at  U.S.  ports 
would  reduce  by  about  28%  the  esti¬ 
mated  amoimt  of  operational  oil 
Inputs  to  the  world’s  oceans  from 
those  vessels.  COW,  installed  on  these 
vessels  and  operated  in  accordance 
with  the  proposed  regulations  in  lieu 
of  SET,  would  reduce  the  same  esti¬ 
mated  oil  input  figure  by  about  38%l 
In  view  of  this  comparison,  the  Coast 
Guard  considers  COW  an  equivalent 
environmental  protection  substitute 
for  SET. 

CET  nearly  eliminates  the  oil/water 
mixture  created  by  ballasting  and  de- 
ballasting  but,  like  SET,  has  little  or 
no  effect  on  oil  pollution  caused  by 
normal  tank  cleaning  and  tank  clean¬ 
ing  prior  to  shipyard  entry.  For  crude 
oil  carriers  CET  would  be  an  interim 
measure  before  SET  or  COW  would  be 
required.  For  product  carriers,  tank 
cleaning  operations  often  take  place 
after  each  cargo  discharge  to  ensure 
purity  of  the  next  cargo  to  be  loaded. 
This  results  in  very  little  oil  remaining 
in  the  cargo  tanks  and  piping  system. 
For  this  reason  the  Coast  Guard  con¬ 
siders  CET  to  have  about  the  same 


effect  as  SET  on  reduction  of  oper¬ 
ational  oil  pollution  from  product  car¬ 
riers. 

These  new  measures  are  expected  to 
prevent  approximately  49,000  metric 
tons  of  oil  per  year  from  entering  the 
navigable  waters  of  the  United  States 
and  the  world’s  oceans. 

Effective  operation  of  COW  and 
CET  systems  would  depend  upon  ad¬ 
herence  to  a  detailed  operating  proce¬ 
dure.  For  this  reason  an  approved  op¬ 
erating  manual  would  be  required  for 
each  vessel  with  a  COW  or  CET 
system.  Eeing  tailored  for  each  vessel, 
these  manuals  would  be  expected  to 
enhance  performance  of  these  oper¬ 
ations  as  well  as  provide  specific  infor¬ 
mation  for  crew  members. 

The  environmental  impact  of  this 
proposal  is  discussed  in  greater  detail 
in  the  Draft  Environmental  Impact 
Statement  prepared  as  a  part  of  this 
rulemaking  proposal. 

Economic  Impact 

The  Coast  Guard  estimates  that  this 
proposed  amendment  will  affect  be¬ 
tween  589  and  655  existing  foreign 
crude  oil  carriers  and  between  138  and 
156  foreign  product  carriers,  depend¬ 
ing  upon  options  chosen  by  ship 
owners.  Approximately  90  existing 
U.S.  product  carriers  and  crude  oil  car¬ 
riers  would  be  affected.  To  achieve 
greater  utility,  some  shipowners  will 
choose  to  outfit  their  vessels  to  satisfy 
the  requirements  for  both  crude  and 
product  carriers.  The  number  of  tank 
vessels  expected  to  be  outfitted  in  this 
manner  cannot  be  predicted  with  any 
degree  of  certainty  because  it  is  a 
choice  to  be  made  by  individual 
owners.  There  were  about  150  tankers 
over  40,000  DWT  engaged  in  both 
crude  and  product  service  to  the 
United  States  in  1976.  These  estimates 
do  not  account  for  any  market  com¬ 
pression  that  could  result  from  this 
amendment. 

Eecause  of  the  current  worldwide 
tanker  surplus  and  the  expected  in¬ 
crease  in  domestic  pipeline  transporta¬ 
tion  of  oil,  very  few  new  tankers  are 
expected  to  be  constructed  between 
now  and  1985.  Tanker  construction 
beyond  1985  is  unknown  at  this  time. 
For  these  reasons,  the  economic  data 
assumes  zero  cost  for  new  tank  vessel 
construction. 

Depending  upon  options  chosen  by 
shipowners,  the  projected  initial  capi¬ 
tal  cost  for  SET,  COW,  and/or  CET, 
on  all  existing  U.S.  tank  vessels  and 
foreign  tank  vessels  which  call  at  U.S. 
ports,  is  estimated  to  be  between  $375 
and  $650  million.  The  total  outlays 
which  will  be  passed  on  to  the  consum¬ 
er  as  a  result  of  higher  freight  rates  is 
estimated  to  be  between  $700  million 
and  $1,225  billion  at  an  expected 
annual  cost  between  $50  and  $85  mil¬ 
lion  each  subsequent  year  until  1985. 


The  cost  of  this  proposed  amendment 
on  a  per  ship  basis,  is  between  $0.0  and 
$2  million  for  a  product  carrier  and  be¬ 
tween  $0.5  and  $2  million  for  a  crude 
oil  carrier,  depending  upon  the  option 
chosen  and  the  size  of  the  vessel.  After 
1985  the  cost  effect  of  this  ‘amendment 
on  new  tanker  construction,  which  is 
iznknown  at  this  time,  would  be  in  ad¬ 
dition  to  the  above  costs. 

’The  economic  impact  is  discussed  in 
greater  detail  in  the  Draft  regulatory 
Analysis  prepared  as  a  part  of  this 
rulemaking  proposal. 

Other  Impacts 

These  proposals  are  also  expected  to 
increase  the  level  of  safety  of  tankers 
because  SET  and  C^T,  when  located 
along  the  sides  of  a  vessel,  reduce  the 
risk  of  fire  or  explosion  following  a 
collision  or  ramming.  In  this  regard, 
COW,  because  it  will  be  installed  with 
an  inert  gas  system,  is  also  expected  to 
reduce  the  risk  from  fire  and  explo¬ 
sions  within  cargo  tanks. 

Proposed  Regulations  ‘ 

Amendments  to  Part  157  of  Title  33, 
Code  of  Federal  Regulations,  are  pro¬ 
posed  in  this  document  as  follows: 

Division  I  contains  proposed  amend¬ 
ments  to  specific  sections  in  Part  157 
that  require  modification  because  of 
standards  contained  in  the  MARPOL 
Protocol  and  to  conform  the  applica¬ 
bility  to  that  prescribed  in  Section  5  of 
the  Port  and  Tanker  Safety  Act  of 
1978  (Pub.  L.  95-474). 

Division  11  below  contains  the  com¬ 
plete  text  of  Resolution  14  to  the 
MARPOL  Protocol  (Specifications  for 
Oil  tankers  With  Dedicated  Clean  Eal- 
last  Tanks)  on  the  left  side  of  the  page 
and  immediately  to  the  right,  the 
Coast  Guard’s  interpretation  of  Reso¬ 
lution  14  in  the  form  of  proposed  regu¬ 
lations  or,  in  place  of  a  proposal,  and 
explanation  of  why  the  specification 
was  not  adopted. 

Division  III  below  contains  the  com¬ 
plete  text  of  Resolution  15  to  the 
MARPOL  Protocol  (Specifications  for 
the  Design,  Operation  and  Control  of 
Oude  Oil  Washing  Systems)  on  the 
left  side  of  the  page  and  immediately 
to  the  right,  the  Coast  Guard’s  inter¬ 
pretation  of  Resolution  15  in  the  form 
of  proposed  regulations  or,  in  place  of 
a  proposal,  an  explanation  of  why  the 
specification  was  not  adopted. 

The  two  column  format  is  used  to 
simplify  reference  to  the  MARPOL 
Protocol.  The  proposed  regulations  of 
Division  II  and  III  would  be  rear¬ 
ranged  in  a  regulatory  format  and 
published  as  Subpart  E  and  D,  respec¬ 
tively,  to  Part  157  of  ’Htle  33. 

This  proposal  has  been  reviewed 
under  the  Department  of  Transporta¬ 
tion’s  "Polices  and  Procedures  for 
Simplification,  Analysis,  and  Re\iew 
of  Regulations’’  (43  FR  9582,  March  8, 
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1978).  A  draft  evaluation  of  the  pro¬ 
posal  has  been  prepared,  and  has  been 
included  in  the  public  docket. 

In  consideration  of  the  foregoing, 
the  Coast  Guard  proposes  to  amend 
Part  157  of  Title  33,  Code  of  Federal 
Regulations  as  follows: 

Division  I 

1.  By  revising  §  157.01  to  read  as  fol¬ 
lows: 

§  157.01  Applicability. 

(a)  This  part  prescribes  design, 
equipment,  and  operation  require¬ 
ments  for  each  tank  vessel  of  150  gross 
tons  or  more  carrying  oil  in  bulk 
that— 

(1)  Is  documented  under  the  laws  of 
the  United  States  (U.S.  vessel);  or 

(2)  Is  a  foreign  vessel  that— 

(i)  Calls  at  a  port  or  place  subject  to 
the  Jurisdiction  of  the  United  States; 
or 

(ii)  Otherwise  enters  or  operates  in 
the  navigable  waters  of  the  United 
States. 

(b)  This  part  does  not  apply  to  ves¬ 
sels  listed  in  subsections  (4)  and  (5)  of 
Section  4417a  of  the  Revised  Statutes 
of  the  United  States  (46  U.S.C.  391a). 

2.  By  amending  §  157.03  by  revising 
paragraphs  (k),  (n),  and  (v)  and  by 
adding  paragraphs  (bb),  (cc),  (dd),  and 
(ee)  to  read  as  follows: 

§  157.03  Definitions. 

*  *  *  «  • 

(k)  “Major  conversion”  means  a  con¬ 
version  of  an  existing  vessel  that— 

(l)  Substantially  alters  the  dimen¬ 
sions  or  carrying  capacity  of  the 
vessel; 

(2)  Changes  the  type  of  vessel;  or 

(3)  Substantially  prolongs  the  ves¬ 
sel’s  service  life. 

Installation  of  only  segregated  ballast 
tanks,  dedicated  clean  ballast  tanks,  or 
a  crude  oil  washing  system  does  not 
constitute  a  substantial  alteration  of 
carrying  capacity. 

•  •  *  •  • 

(n)  “Oil”  means  oil  of  any  kind  or  in 
any  form,  including  but  not  limited  to, 
petroleum,  fuel  oil,  sludge,  oil  refuse, 
and  oil  mixed  with  wastes  other  than 
dredged  spoil. 

m  m  •  0  * 

(V)  “Tank  vessel”  means  a  vessel 
that  is  constructed  or  converted  to 
carry  liquid  bulk  oil  cargoes  in  tanks 
and  includes  tankers,  tankships,  tank 
barges,  combination  carriers,  and  inte¬ 
grated  tug  barges. 

•  •  •  •  • 
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(bb)  “Crude  oil”  means  any  liquid 
hydrocarbon  mixture  occurring  natu¬ 
rally  in  the  earth,  whether  or  not 
treated  to  render  it  suitable  for  trans¬ 
portation,  and  includes  crude  oil  from 
which  certain  distillate  fractions  may 
have  been  removed,  and  crude  oil  to 
which  certain  distillate  fractions  may 
have  been  added. 

(cc)  “Product”  means  any  oil  except 
crude  oil. 

(dd)  “Dedicated  clean  ballast  tank” 
means  a  cargo  tank  that  is  allocated 
solely  for  the  carriage  of  clean  ballast. 

(ee)  “Integrated  tug  barge”  means  a 
tug  and  a  tank  barge  with  a  mechani¬ 
cal  system  that  allows  the  connection 
of  the  propulsion  unit  (the  tug)  to  the 
stem  of  the  cargb  carrying  unit  (the 
tank  barge)  so  that  the  two  vessels 
fimction  as  a  single  self-propelled 
vessel. 

3.  By  revising  the  title  of  Subpart  B 
to  read  as  follows: 

Subpart  B — Datign,  Equipmant,  and  Installation 

4.  By  adding  §  157.08(f)  to  read  as 
follows: 

§  157.08  Applicability  of  Subpart  B. 

*  *  *  •  • 

(f)  Sections  §§  157.09  and  157.10a  do 
not  apply  to  a  new  vessel  that— 

(1)  Is  constmcted  under  a  building 
contract  awarded  after  Jime  1, 1979; 

(2)  In  the  absence  of  a  building  con¬ 
tract,  has  the  keel  laid  or  is  at  a  simi¬ 
lar  stage  of  construction  after  January 
1, 1980; 

(3)  Is  delivered  after  Jime  1, 1982;  or 

(4)  Has  undergone  a  major  conver¬ 
sion  for  which— 

(i)  The  contract  is  awarded  after 
June  1, 1979; 

(ii)  In  the  absence  of  a  contract,  con¬ 
version  is  begun  after  January  1, 1980; 
or 

(iii)  Conversion  is  completed  after 
June  1, 1982. 

5.  By  adding  a  new  §  157.10  to  read 
as  follows: 

§  157.10  Protective  location  of  segregated 
ballast  tanks  and  crude  oil  washing 
systems  for  certain  new  vessels. 

(a)  This  section  applies  to  a  new 
vessel  that— 

(1)  Is  constructed  under  a  building 
contract  awarded  after  June  1, 1979; 

(2)  In  the  absence  of  a  building  con¬ 
tract,  has  the  keel  laid  or  is  at  a  simi¬ 
lar  stage  of  construction  after  January 
1, 1980; 

(3)  Is  delivered  after  June  1, 1982;  or 

(4)  Has  undergone  a  major  conver¬ 
sion  for  which— 

(i)  The  contract  is  awarded  after 
June  1, 1979; 

(ii)  In  the  absence  of  a  contract,  con¬ 
version  is  begun  after  January  1,  1980; 
or 
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(iii)  Conversion  is  completed  after 
June  1, 1982. 

(b)  Each  vessel  under  this  section  of 
20,000  DWT  or  more  that  carries 
crude  oil  and  of  30,000  DWT  or  more 
that  carries  only  products  must  have 
segregated  ballast  tanks  that  have  a 
total  capacity  to  allow  the  vessel  to 
meet  the  draft  and  trim  requirements 
in  paragraph  (c)  of  this  section  with¬ 
out  recourse  to  the  use  of  oil  tanks  for 
water  ballast. 

(c)  In  any  ballast  condition  during 
any  part  of  a  voyage,  including  that  of 
lightweight  with  only  segregated  bal¬ 
last,  each  vessel  under  paragraph  (b) 
of  this  section  must  have  the  capabili¬ 
ty  of  meeting  each  of  the  following: 

(1)  The  molded  draft  amidship  (dm) 
in  meters,  without  taking  into  account 
vessel  deformation,  must  not  be  less 
than  dm  in  the  following  mathemat¬ 
ical  relationship: 

dm=2.0+0.02L 

(2)  'The  drafts  at  the  forward  and 
after  perpendiculars  must  correspond 
to  those  determined  by  the  draft 
amidship  under  paragraph  (cKl)  of 
this  section,  in  association  with  a  trim 
by  the  stem  of  no  more  than  O.OlbL. 

(3)  The  minimiiTn  draft  at  the  after 
perpendicular  Ls  that  which  is  neces¬ 
sary  to  obtain  full  immersion  of  the 
propeller. 

(d)  Segregated  ballast  tanks  under 
paragraph  (b)  of  this  section,  voids, 
and  other  spaces  that  do  not  carry 
cargo  which  are  within  the  cargo  tank 
length  must  be  distributed  as  deter¬ 
mined  under  the  procedure  contained 
in  Appendix  C  of  this  part. 

(e)  Each  vessel  under  this  section  of 
20,000  DWT  or  more  that  carries 
crude  oil  must  have  a  crude  oil  wash¬ 
ing  system  that  meets  the  design, 
equipment,  and  installation  require¬ 
ments  in  Subpart  D  of  this  part. 

(f)  Each  vessel  under  this  section 
may  be  designed  to  carry  ballast  water 
in  cargo  tanks  as  allowed  under 
§  157.35. 

6.  By  adding  a  new  §  157.10a  to  read 
as  follows: 

§  157.10a  Segregated  ballast  tanks,  crude 
oil  washing  systems,  and  dedicated 
clean  ballast  tanks  for  certain  new  and 
existing  vessels. 

(a)  Not  later  than  June  1,  1981, 
except  as  allowed  in  paragraph  (b)  of 
this  section,  an  existing  vessel  of 
40,000  DWT  or  more  that  carries 
crude  oil  and  a  new  vessel  of  40,000 
DWT  or  more  but  less  than  70,000 
DWT  that  carries  crude  oil  must 
have— 

(1)  Segregated  ballast  tanks  with  a 
total  capacity  to  meet  the  draft  and 
trim  requirements  in  paragraph  (d)  of 
this  section;  or 

(2)  A  crude  oil  washing  system  that 
meets  the  design,  equipment,  and  in- 
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stallation  requirements  of  Subpart  D 
of  this  part. 

(b)  Each  vessel  otherwise  subject  to 

paragraph  (a)  of  this  section  does  not 
have  to  meet  the  requirements  of 
paragraph  (a)  of  this  section  until 
Jime  1.  1983,  for  an  existing  vessel  of 
70,000  DWT  or  more,  or  until  June  1, 
1965,  for  a  new  or  existing  vessel  of 
40,000  or  more  but  less  than 

70,000  DWT,  if  the  vessel  has— 

(1)  Dedicated  clean  ballast  tanks 
with  the  total  capacity  to  meet  tne 
draft  and  trim  requirements  under 
paragraph  (d)  of  this  section:  and 

(2)  The  equipment  under  Subpart  E 
of  this  part. 

(c)  Not  later  than  June  1,  1981,  an 
existing  vessel  of  40,000  DWT  or  more 
that  carries  only  products  and  a  new 
vessel  of  40,000  DWT  or  more  but  less 
than  70,000  DWT  that  carries  only 
products  must  have— 

(1)  Segregated  ballast  tanks  with  a 
total  capacity  to  meet  the  draft  and 
trim  requirements  in  paragraph  (d)  of 
this  section;  or 

(2)  Dedicated  clean  ballast  tanks 
with  a  total  capacity  to  meet  the  draft 
and  trim  requirements  in  paragraph 

(d)  of  this  section;  and 

(3)  The  equipment  required  under 
Subpart  E  of  this  part.' 

(d)  In  any  ballast  condition  during 
any  part  of  a  voyage,  including  that  of 
lightweight  with  either  segregated  bal¬ 
last  in  segregated  ballast  tanks  or 
clean  ballast  in  dedicated  clean  ballast 
tanks,  each  vessel  under  paragraphs 

(a)(1),  (b),  and  (c)  (1)  and  (2)  of  this 
section  must  have  the  capability  of 
meeting  each  of  the  following: 

(1)  The  molded  draft  amidship  (dm) 
in  meters,  without  taking  into  account 
vessel  deformation,  must  not  be  less 
than  dm  in  the  following  mathemat¬ 
ical  relationship: 

dm=2.0-i-0.02L 

(2)  The  drafts  at  the  forward  and 
after  perpendiculars  must  correspond 
to  those  determined  by  the  draft 
amidship  under  paragraph  (d)(1)  of 
this  section,  in  association  with  a  trim 
by  the  stem  of  no  more  than  0.015L. 

(3)  The  minimum  draft  at  the  after 
perpendicular  is  that  which  is  neces¬ 
sary  to  obtain  full  immersion  of  the 
propeller, 

(e)  Each  vessel  that  meets  para¬ 
graph  (a)(1),  (b),  or  (c)  of  this  section 
may  be  desigmed  to  carry  ballast  water 
in  cargo  tanks  as  allowed  under 
§  157.35. 

7.  By  adding  §  157.11  (d)  and  (e)  to 
read  as  follows: 

§  157.11  Pumping,  piping,  and  discharge 
arrangements. 

*  *  •  •  * 

(d)  Each  vessel  under  §  157.10  must 
have— 


(1)  Oil  piping  lines  that  are  designed 
and  installed  to  minimize  oil  retention 
in  those  lines; 

(2)  Equipment  that  drains  each 
cargo  pump  and  oil  piping  line  of  oil 
residue; 

(3)  Oil  piping  lines  for  the  draining 
of  oil  residue  from  cargo  pumps  and 
other  oil  piping  lines  to  a  cargo  tank 
or  a  slop  tank;  and 

(4)  An  oil  piping  line  tliat  terminates 
on  the  weather  deck  at  the  extreme 
breadth  of  tire  deck  for  the  draining  of 
oil  residue  from  cargo  pumps  aiid 
other  oil  piping  lines  to  a  receptacle 
on  the  shore. 

(e)  Each  vessel  under  §§  157.09  and 
157.10a  must  have— 

(1)  Equipment  that  drains  each 
cargo  pump  and  oil  piping  line  of  oil 
residue; 

(2)  Oil  piping  lines  for  the  draining 
of  oil  residue  from  cargo  pmnps  and 
other  oil  piping  lines  to  a  cargo  tank 
or  a  slop  tank;  and 

(3)  An  oil  piping  line  that  terminates 
on  the  weather  deck  at  the  extreme 
breadth  of  the  deck  for  the  draining  of 
oil  residue  from  cargo  pumps  and 
other  oil  piping  lines  to  a  receptacle 
on  the  shore. 

8.  By  revising  §  157.15(b)(1)  to  read 
as  follow's; 

§  157.15  Slop  tanks  in  tank  vessels. 

«  •  «  •  * 

(b)  •  •  * 

(1)  Segregated  ballast  tanks  that 
meet  the  requirements  in  §  157.09, 
§  157.10,  or  §  157.10a;  or 

•  *  •  *  * 

9.  By  revising  §  157.24(c)  to  read  as 
follows: 

§  157.24  Submission  of  calculations,  plans, 
and  specifications. 

•  •  •  «  • 

(c)  Calculations  to  substantiate  com¬ 
pliance  with  the  segregated  ballast  dis¬ 
tribution  requirements  in  §  157.09(d) 
or  §  157.10(d). 

*  •  *  «  0 

10.  By  revising  §  157.35  to  read  as  fol¬ 
lows: 

§  157.35  Ballast  added  to  cargo  tanks. 

The  master  of  a  tank  vessel  that 
meets  §  157.09,  §  157.10,  §  157.10a(a)(l), 
§  157.10a(b),  or  §  157.10a(c)  shall 
ensure  that  ballast  water  is  carried  in 
segregated  ballast  tanks  or  dedicated 
clean  ballast  tanks,  except  additional 
ballast  water  may  be  carried  in  a  cargo 
tank  if— 

(a)  The  ve.ssel  encounters  abnormal¬ 
ly  severe  weather  conditions; 


(b)  More  ballast  water  than  can  be 
carried  in  segregated  ballast  tanks  or 
dedicated  clean  ballast  tanks  in  neces¬ 
sary  for  the  safety  of  the  vessel; 

(c)  The  ballast  water  is  processed 
and  discharged  in  compliance  with 
§  157.37;  and 

(d)  On  a  new  vessel  under  §  157.10 
that  carries  crude  oil,  the  ballast  water 
is  only  carried  in  a  cargo  tank  that  was 
crude  oil  washed  in  accordance  with 
Subpart  D  of  this  part  during  the 
most  recent  discharge  of  crude  oil 
from  that  tank. 

11.  By  adding  Appendix  C  to  Part 
157  to  read  as  follows: 

Appendix  C— Procedure  for  Determining 
Distribution  op  Segregated  Ballast 
Tanks  to  Provide  Protection  Against 
Oil  Outflow  in  the  Event  of  Grounding 
OR  Collision 

1.  Source.  The  procedure  for  determining 
the  distribution  of  segregated  ballast  tanks 
contained  in  this  appendix  conforms  to  Reg¬ 
ulation  13E  of  the  Protocol  of  1978  Relating 
to  the  International  Convention  for  the  Pre¬ 
vention  of  Pollution  from  Ships,  1973,  done 
at  London  on  February  17,  1978. 

2.  Procedure,  protective  location  of  segre¬ 
gated  ballast  tanks,  voids,  and  other  spaces 
that  do  not  carry  cargo  which  are  within 
the  cargo  tank  length  is  determined  from 
the  following: 

ePA.-|^£PA.2r  J  [L,(B  +  2D)1 

Where— 

PA* = the  side  shell  area  in  square  meters 
based  on  projected  molded  dimensions 
for  each  segregated  ballast  tank,  void,  or 
other  space  that  does  not  carry  cargo 
which  complies  with  paragraph  2(b)  of 
this  appendix; 

PA, = the  bottom  shell  area  in  .square 
meters  based  on  projected  molded  di¬ 
mensions  for  each  segregated  ballast 
tank,  void,  or  other  space  that  does  not 
carry  cargo  which  complies  with  para¬ 
graph  2(b)  of  this  appendix; 

L,=the  length  in  meters  between  the  for¬ 
ward  and  after  extremities  of  the  cargo 
tanks; 

B=the^maximum  breadth  of  the  ship  in 
meters  measured  amidship  to  the 
molded  line  of  the  frame;  and 
D=the  molded  depth  in  meters  measured 
vertically  from  the  top  of  the  keel  plate 
to  the  top  of  the  freeboard  deck  beam  at 
the  side  amidships.  In  tank  vessels 
having  rounded  gunwales,  the  molded 
depth  is  measured  from  the  top  of  the 
keel  plate  to  the  point  of  intersection  of 
the  molded  lines  of  the  deck  and  side 
shell  plating,  the  lines  being  extended  as 
though  the  gunwale  were  of  angular 
design. 

(a)  Method  of  determining  a  value  for  J. 

(1)  For  tank  vessels  of  20,000  DWT, 
J=0.45. 

(2)  For  tanks  vessels  of  200,000  DWT  or 
more— 

(A)  J=0.30;  or 

(B)  J=the  greater  of  0.20,  or 

0.30-[a-(0c+0.)/4  0Al. 

where: 

a=0.25  for  tank  vessels  of  200,000  DWT. 
a =0.40  for  tank  vessels  of  300,000  DWT. 
a =0.50  for  tank  vessels  of  420,000  DWT, 
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For  values  of  DWT  between  200,000  and 
300,000  DWT,  300,000  and  420,000  DWT. 
and  greater  than  420,000  DWT,  the  value  of 
“a”  is  determined  by  linear  interpolation. 

0c=as  calculated  in  Appendix  A  of  this 
part. 

0,=as  calculated  in  Appendix  A  of  this 
part. 

0A=the  allowable  oU  outflow  meeting 
§  167.19(bKl)  of  this  part. 

(3)  For  values  of  DWT  between  20,000 
DWT  and  200,000  DWT,  the  value  of  “J”  is 
determined  by  linear  interpolation  between 
0.45  and  0.30  respectively.  _ 

(b)  PAt  and  Criteria  for  determining 
the  segregated  ballast  tanks,  voids,  and 
other  spaces  that  do  not  carry  cargo. 

The  following  criteria  are  to  be  met  for  a 
segregated  ballast  tank,  void,  or  space  that 
does  not  carry  cargo  to  be  used  in  determin¬ 
ing  PA«  and  PA,: 

(i)  The  minimum  width  of  each  wing  tank 
or  space,  either  of  which  extends  for  the 
full  depth  of  the  vessel’s  side  or  from  the 
main  deck  to  the  top  of  the  double  bottom 
is  2  meters  or  more.  The  width  is  measured 
inboard  from  the  vessel's  side  shell  plating 
at  right  angles  to  the  vessel’s  center  line.  If 
a  wing  tank  or  space  has  a  width  anywhere 
within  it  that  is  less  than  2  meters,  that 
wing  tank  or  space  is  not  to  be  used  when 
calculating  PA,. 

(ii)  The  minimum  vertical  depth  of  each 
double  bottom  tank  or  space  is  B/15  or  2 
meters,  whichever  is  smaller.  If  a  double 
bottom  tank  or  space  has  a  depth  less  than 
2  meters  or  B/15  anywhere  within  it,  the 
double  bottom  tank  or  space  is  not  to  be 
used  when  calculating  PA.. 

(iii)  The  minimum  width  of  a  wing  tank 
or  space  is  not  measured  in  the  way  of— 

(A)  The  turn  of  the  bilge  area;  or 

(B)  A  rounded  gunwale  area. 

(iv)  The  minimum  depth  of  a  double 
bottom  tank  or  space  is  not  measured  in  the 
way  of  the  turn  of  the  bilge  area. 
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•»  •  operattnR  requirement  which  would  reed  a.  follows; 

T>ie  master  shall  ensure  that  flushing  water  1,  pumped  fro.  a  sea 
chest  or  a  dedicated  clean  ballast  tank  through  th.  dedlcatsd  clean 
ballast  piping  system  and  then  to  a  slop  tank.) 


(«•)  11.0  dedicated  clean  ballast  piping  system  must  have  .  ,«apie 
point  that  Is  - 


OPEKATIONAL  PROCEDURES 


Prior  to  the  tanker's  arrival  at  loading  port,  the  clean  ballast  Before  clean  ballast  In  a  dedicated  clean  ballast  tank  Is 

quantity  may  be^ reduced  to  berthing  condition,  using  a  pipe  that  has  discharged  or  transferred,  the  waster  of  each  vessel  under  {I)7.10a(b) 


as  draught  conditions  permii. 


Top  up  clean  ballast  tanks  as  required 
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accordance  with  Regulation  13(6)  of  the  NARPOL  Protocol,  with  the  changes 


CoMt  OuarJ,  WashlnKtun,  D.C.  20590,  plans  that  Include 
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direct  Impingement  pattern  on  the  surfaces  of  the  tank. 


M41  ti  Aavnnu  -AvoMoia-oe  on  toa  ntSKna  ivaaau 
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(a)  Each  manual  under  (paragraph  (d)  oppoaita  Annex  paragraph  71 
must  include  the  following: 
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(Iv)  Number  and  location  of  COW  machinea  operating  a 
In  each  cargo  tank. 


(8)  A  list  oC  characteristics  of  the  COW  system  recorded  durinK 
tlif  COW  <ip<T.it  Inns  when  passing  the  inspections  under  (paragraphs  (a) 
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(1)  The  tanks  to  be  washed  to  meet  [paragraphs  opposite  Annex 
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IB  to  be  operationally  tcateU  for  leakage  before  each 
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would  be  added  under  the  equipment  requirements 


7.9  Th*  typical  proccdurea  tor  ballasting. 


with  Che  procedures  specified  In  the  Operations 
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oil  washing  shall  be  undertaken  during  the  ballast 
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fioe««  vot.  NO.  ao-MOHDAr,  «MU*.r 


procedure  to  wash  with  minimum 
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(R^.  4417a,  as  amended  by  Sec.  5,  Pub.  L. 
95-474  (46  n.S.C.  391a);  49  CTR  1.46(nK4)) 

Dated;  February  5, 1979. 

R.  H.  Scarborough, 

Vice  Admiral,  U.S.  Coast  Guard, 
Acting  Commandant 
[FR  Doc.  79-4512  Filed  2-9-79;  8:45  am] 
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[33  CFR  Part  164] 

[COD  77-063] 

TANK  VESSELS  OF  10,000  GROSS  TONS  OR 
MORE 

Improvod  Stoaring  Goar  Standard* 

AGENCY:  Coast  Guard,  DOT. 

ACTION:  Proposed  rules;  withdrawal 
of  previous  proposal. 

SUMMARY:  The  Coast  Guard  pro¬ 
poses  to  adopt  improved  steering  gear 
standards  for  tank  vessels  of  10,000 
gross  tons  or  more.  These  proposals 
are  essentially  the  same  as  the  steer¬ 
ing  gear  standards  adopted  by  the 

1978  International  Conference  on 
Tanker  Safety  and  Pollution  Preven¬ 
tion.  Adoption  of  the  regulations  in 
this  proposal  would  reduce  the  prob¬ 
ability  of  collision  and  grounding  of 
tankers  caused  by  steering  failure  and, 
as  a  result,  would  reduce  the  risk  of 
property  damage,  personal  injury  and 
death,  and  pollution  of  the  oceans  and 
U.S.  waters.  The  regulations  would 
apply  both  to  U.S.  tank  vessels  and  to 
foreign  tank  vessels  that  call  at  U.S. 
ports. 

This  notice  of  proposed  rule  making 
also  withdraws  a  previous  Coast  Guard 
proposal  to  imporve  steering  gear 
standards.  The  previous  proposal  was 
published  in  the  Federal  Register  of 
May  16, 1977. 

DATES:  1.  Comments  on  these  pro¬ 
posed  regulations  must  be  received  on 
or  before:  April  16, 1979. 

2.  Public  hearing:  The  Coast  Guard 
will  hold  public  hearings  on  March  21. 

1979  and  March  28, 1979. 

ADDRESSES:  1.  Comments  should  be 
submitted  to  Commandant  (G-CMC/ 
81)  (CGD  77-063),  U.S.  Coast  Guard, 
Washington,  D.C.  20590. 

2.  The  hearings  will  be  held  at  the 
following  locations: 

a.  March  21,  1979,  Room  2230,  400 
7th  Street  S.W.,  Washington,  D.C. 
20590,  Starting  at  9:30  a.m. 

b.  March  28,  1979,  Jack  Tar  Hotel, 
Garden  Room,  Van  Ness  at  Geary,  San 
Francisco,  CA.  94101,  Starting  at  9:30 
a.m. 

3.  The  following  are  available  for  ex¬ 
amination  at  the  Marine  Safety  Coun¬ 
cil  (G-CMC/81),  Room  8117,  Depart¬ 
ment  of  Transportation,  Nassif  Build¬ 
ing,  400  Seventh  Street  S.W.,  Wash¬ 
ington,  D.C.  20590: 


a.  Comments  received  on  the  pro¬ 
posed  regulations. 

b.  Protocol  of  1978  Relating  to  the 
International  Convention  For  the 
Safety  of  Life  at  Sea.  1974.  (This  pro¬ 
tocol  contains,  among  other  things, 
the  requirements  for  steering  gear 
that  were  adopted  by  the  Internation¬ 
al  Conference  on  Tanker  Safety  and 
Pollution  Prevention.) 

c.  Draft  Regulatory  Analysis  for 
CGD  77-063  and  related  projects. 

d.  Coast  Guard  notice  of  proposed 
rule  making  of  May  16,  1977,  on  im¬ 
proved  steering  standards  for  oil  tank¬ 
ers. 

e.  Comments  received  on  the  notice 
of  proposed  rule  making  of  May  16, 
1977. 

FOR  FURTHER  INFORMATION 
CONTACT: 

Commander  Robert  G.  Williams, 
Office  of  Merchant  Marine  Safety 
(G-MMT/83),  Room  8221,  U.S. 
Coast  Guard,  Department  of  Trans¬ 
portation,  Nassif  Building.  400  Sev¬ 
enth  Street,  S.W.,  Washington.  D.C. 
20590  (202-426-2206). 

SUPPLEMENTARY  INFORMATION: 
1.  Interested  persons  are  invited  to 
participate  in  this  proposed  rule 
making  by  submitting  written  views, 
data,  or  arguments.  Persons  submit¬ 
ting  comments  should  include  their 
names  and  addresses,  identify  this 
notice  (COD  77-063)  and  the  specific 
section  of  the  proposed  regulations  to 
which  their  comments  apply,  and  give 
reasons  for  the  comments.  The  regula¬ 
tions  may  be  changed  in  light  of  com¬ 
ments  receive(L  All  comments  received 
before  the  expiration  of  the  public 
comment  period  will  be  considered 
before  final  action  is  taken  oh  these 
proposed  regulations. 

2.  Interested  persons  are  invited  to 
attend  the  public  hearings  and  present 
oral  or  written  statements  on  the  pro¬ 
posed  regulations.  It  is  requested  that 
persons  desiring  to  submit  comments 
at  a  hearing  notify  the  Executive  Sec¬ 
retary  of  the  Marine  Safety  Coimcil 
(202-426-1477)  at  least  10  days  before 
the  scheduled  date  of  thd  hearing  and 
specify  the  approximate  length  of 
time  needed  for  the  presentation.  It  is 
urged  that  a  written  summary  or  copy 
of  the  oral  presentation  be  included 
with  the  notification. 

Drafting  Information 

The  principal  persons  involved  in 
drafting  these  proposed  regulations 
are:  Gordon  Sims,  Office  of  Merchant 
Marine  Safety,  and  William  R.  Regis¬ 
ter,  Office  of  the  Chief  Counsel. 

BACrKGROXmD 

1.  During  the  winter  of  1976-77,  sev¬ 
eral  tanker  casualties  occurred  in  or 
near  U.S.  waters.  These  casualties 
demonstrated  the  need  for  a  global 


effort  to  improve  the  level  of  safety  of 
tank  vessels  and  to  decrease  their  pol¬ 
lution  potential.  The  President  in  his 
message  to  Congress  of  March  17. 
1977,  proposed  a  series  of  initiatives  to 
be  taken  both  nationally  and  interna¬ 
tionally.  These  initiatives  were  broad 
in  scope  and  included,  among  several 
things,  a  proposal  to  improve  steering 
standards  on  oil  tankers. 

2.  Based  upon  the  Presidential  initia¬ 
tives,  the  Coast  Guard  published  pro¬ 
posed  rules  for  improving  steering 
standards  in  the  Federal  Register  on 
May  16.  1977  (42  FR  24869-71).  The 
proposed  rules  contained  requirements 
for  oil  tankers  of  20,000  deadweight 
tons  or  more  to  have  the  following: 

(a)  A  steering  failure  alarm  that  would  ac¬ 
tivate  upon  rudder  malfunction. 

(b)  The  capability  to  recover  rudder  con¬ 
trol  within  45  seconds  after  failure  of  the 
steering  gear  control  system  in  use. 

The  proposed  regulations  further  pro¬ 
vided  that  the  capability  for  recover¬ 
ing  rudder  control  could  consist  of 
either  the  following  combinations  of 
equipment  and  procedures: 

(c)  Two  separate  and  independent  steering 
gear  control  systems  that  have  separate  dif¬ 
ferential  control  units,  and  established  pro¬ 
cedures  for  operating  the  equipment. 

(d)  Procedures  and  associated  equipment 
for  manning  steering  gear  spaces  and  emer¬ 
gency  steering  stations  as  necessary  to  re¬ 
cover  rudder  control  within  the  prescribed 
time. 

3.  More  than  130  comments  were  re¬ 
ceived  on  the  May  16,  1977  notice  of 
proposed  rule  leaking.  Most  comments 
were  favorable,  although  some  com- 
menters  also  reconunended  additional 
requirements  or  asked  questions  con¬ 
cerning  the  meaning  of  particular  pro¬ 
visions.  The  public  comment  period  on 
the  May  16,  1977  notice  closed  on  No¬ 
vember  15.  1977.  Because  of  subse¬ 
quent  international  developments  dis¬ 
cussed  in  the  following  paragraphs, 
however,  a  determination  has  been 
made  not  to  finalize  the  proposed 
rules.  Accordingly,  the  May  16.  1977 
notice  is  withdrawn. 

4.  In  February  1978,  an  Internation¬ 
al  Conference  on  Tanker  Safety  and 
Pollution  Prevention  (TSPP)  was  held 
under  the  auspices  of  the  Intergovern¬ 
mental  Maritime  Consultative  Organi¬ 
zation  (IMCO).  The  United  States  par¬ 
ticipated  in  this  Conference.  The  Con¬ 
ference  considered  and  adopted, 
among  several  items,  requirements  re¬ 
lating  to  control,  communication,  test¬ 
ing,  and  local  operation  of  steering 
gear  for  tank  vessels  of  10,000  gross 
tons  or  more.  Several  of  the  TSPP  re¬ 
quirements  are  based  upon  recommen¬ 
dations  in  IMCO  Resolution  A- 
325(IX)  of  November  12. 1975,  entitled 
“Recommendation  Concerning  Regu¬ 
lations  for  Machinery  and  Electrical 
Installations  in  Passenger  and  Cargo 
Ships.” 
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5. 1^16  principal  TSPP  requirements 
for  steering  gear  are  as  follows: 

a.  An  tankers  of  10,000  gross  tons  and 
above  must  have  two  remote  steering  gear 
control  systems,  each  operable  separately 
from  the  navigating  bridge. 

b.  The  main  steering  gear  of  new  tankers 
of  10,000  gross  tons  and  above  must  have 
two  or  more  identical  power  units,  and  must 
be  capable  to  operating  with  one  or  more  of 
these  power  units. 

The  TSPP  requirements,  and  the  pro¬ 
posed  rules  in  this  notice,  do  not  in¬ 
clude  the  proposed  rules  in  the  May 
16,  1977  notice  concerning  (i)  the 
steering  failure  alarm  described  in 
that  notice,  (ii)  two  separate  differen¬ 
tial  control  units,  and  (iii)  manning  of 
steering  gear  spaces.  These  three  pro¬ 
visions  are  discussed  as  alternatives  in 
the  Draft  Regulatory  Analysis.  As  ex¬ 
plained  in  the  draft  analysis,  designing 
or  retrofitting  vessels  in  order  to  pro¬ 
vide  for  a  second  differential  control 
unit  would  be  extremely  difficult  and 
could  possibly  result  in  control  sys¬ 
tems  that  are  less  reliable  than  exist¬ 
ing  systems.  Also,  there  was  a  lack  of 
support  at  the  TSPP  Conference  for 
imposing  a  manning  requirement  (pri¬ 
marily  because  enforcing  the  require¬ 
ment  would  be  difficult)  and  a  require¬ 
ment  to  have  the  steering  failure 
alarm  was  not  adopted  on  the  basis 
that  use  of  the  alarm  would  be  no 
more  effective  than  an  independent 
rudder  angle  indicator.  The  Coast 
Guard  in  separate  rule  making,  howev¬ 
er,  is  preparing  regulations  that  would 
require  most  new  U.S.  vessels  to  have 
a  steering  failure  alarm. 

6.  On  April  20,  1978,  the  Coast 
Guard  published  a  notice  in  the  Fed¬ 


eral  Register  (42  FR  16886-16891)  of 
a  plan  to  implement  the  agreements 
reached  at  the  TSPP  Conference.  The 
target  dates  for  implementing  the 
plan  were  recently  updated  in  a  notice 
issued  in  the  Federal  Register  of  Sep¬ 
tember  21,  1978  (43  FR  42833-34).  The 
proposals  in  this  notice  of  proposed 
rule  making  are  issued  in  accordance 
with  that  plan,  and  they  adopt,  with 
minor  modification,  the  substance  of 
the  TSPP  requirements.  The  propos¬ 
als  also  implement  Section  5  of  the 
Port  and  Tanker  Safety  Act  of  1978 
(PTSA)  which  requires,  among  other 
things,  that  the  minimum  steering 
gear  standards  set  out  in  that  Act  be 
adopted  as  U.S.  regulations.  Section  5 
PTSA  revises  existing  provisions  in, 
and  adds  new  provisions  to.  RJ5.  4417a 
(46  U.S.C.  391a).  The  minimum  steer¬ 
ing  gear  standsirds  in  PTSA  are  essen¬ 
tially  the  same  as  corresponding  TSPP 
requirements. 

Discussion  of  Proposed  Regulations 

1.  Several  TSPP  requirements  adopt¬ 
ed  as  proposals  in  this  rule  making  are 
the  same  as  or  similar  to  other  exist¬ 
ing  Coast  Guard  regulations.  Table  I 
below  shows  which  of  the  proposed 
regulations  are  new  and  which  are 
comparable  to  existing  Coast  Guard 
regulations.  Vessels  in  compliance 
with  the  e.xisting  regrulations  in  Table 
I  would  also  comply  with  the  compara¬ 
ble  proposed  regulations  and  TSPP  re¬ 
quirements.  The  0>ast  Guard  intends, 
as  a  part  of  the  ongoing  effort  to 
review  and  revise  existing.  Coast  Guard 
regulations,  to  remove  redundant  re¬ 
quirements  from  the  regulations  in 
Table  I. 


Table  I 


Proposed  resulations 

Comparable  existing  regulaticns  111  Title  33  and 
Title  46.  CFR 

1.  . 

L  New. 

a.  $IA4.3SfhMn . 

.  2.  48  CFR  30.10-89  and  33  CFR  157.03(v). 

3.  f  164.39(bX2)  Uiroagh  (bKS)  _  _ 

3.  New. 

4.  §  164.39<c) .  . 

4.  48  CFR  58.25-S5(a). 

5.  S  164.39(dXl) . .  . . . . 

.  5.  46  CFR  58.2S-55(bX3). 

«.  f  1fi4  31K(IW2) . 

6.  46  CFR  111.80-70(6). 

7.  f  164.3iKdK3) . . . . . . 

afl64.39(e> _  __  .„.  _  _ 

9.  f  164JWfMl> . . 

.  9.  New. 

10.  f  164.39(fK2) . 

.  10.  48  CFR  111.80-70(6). 

11.  { 164.3»(fK3) . 

12.  1 164J9<fX4)  _  _  .  _  ..„ 

.  11.  46  CFR  11330-5. 

12.  46  CFR  58.2S-5(d),  46  CFR  113.40,  and  33  CTO* 

13.  $  164.39(fX!i> . . 

164.35(f). 

13.  New. 

14.  $104.39(^X1) . 

14.  46  CFR  58.25-25. 

15.  I  164.3B(eX2>„  _  _ _ _ 

15.  New. 

1«.  f  164.39(kX3)  .  .„ 

16.  46  C7R  58.2S-10(a). 

17.  SlMSWhXl).  .  . .  . 

18.  $  184.39(hX2> _  _ 

posed  $  16439(gX2). 

18.  46  CFR  58.25-10(a). 

19.  f  164S9(1).  _  ..  _ 

19.  New. 

20.  f  IA4  39(iXlXi) . .  .  . 

20.  New. 

21.  S  164J9(jXlXiO.  _ _  _ 

21.  46  CFR  111.80-70(dX2)  and  (3). 

22.  $  lB4.39rfX2).... . 

22.  New. 

23.  i  104.39(k>  throuaih  (u) . 

23.  New. 

2.  The  proposed  revisions  to 
§  164.01(a)  add  a  reference  to  the  for¬ 
eign  vessel  exception  in  proposed 
§  164.02,  and  a  reference  to  the  differ¬ 
ing  applicability  of  proposed  §  164.39. 
Proposed  §  164.02  is  new.  This  section 
restates  the  foreign  vessel  exception  in 
Section  2  of  PTSA,  which  is  the  new 
legal  authority  for  the  regulations  in 
33  CFR  Part  164. 

3.  As  provided  in  proposed 
§  164.39(a)(1)  and  (aX2)(i),  the  regula¬ 
tions  in  this  notice  of  proposed  rule 
making  would  apply  to  tank  vessels  of 
10,000  gross  tons  or  more  that  are  doc¬ 
umented  under  the  laws  of  the  United 
States  (U.S.  vessels),  or  that  call  at  a 
port  or  place  subject  to  the  jurisdic¬ 
tion  of  the  United  States  (foreign  ves¬ 
sels).  As  further  provided  in  proposed 
§  164.39(a)(2)(ii).  the  regulations  would 
also  apply  to  certain  other  foreign  ves¬ 
sels  that  operate  in  U.S.  navigable 
waters.  The  exceptions  for  public  ves¬ 
sels  in  proposed  §  164.39(a)  is  also  con¬ 
tained  in  Section  5  of  PTSA.  It  is  em¬ 
phasized  that  the  proposals  would 
apply  to  both  oil  tankers  and  tankers 
carrying  other  types  of  hazardous 
liquid  cargo  in  bulk. 

4.  The  definition  in  §  164.39(b)  are 
essentially  the  same  as  corresponding 
definitions  in  Section  5  of  PTSA  and 
the  TSPP  requirements.  The  TSPT*  re¬ 
quirements  also  adopt  the  concept  of 
“maximum  service  speed.”  This  term 
is  defined  in  IMCO  Resolution 
A.325(IX)  and  is  included  in  the  pro¬ 
posed  regulations  as  §  164.39(bK8). 

5.  As  mentioned  previously,  the  prin¬ 
cipal  requirements  adopted  by  the 
TSPP  Conference  Include  the  require¬ 
ment  to  have  two  remote  steering  gear 
control  systems  and  the  requirement 
to  have  two  or  more  identical  steering 
gear  power  units.  These  requirements 
are  in  proposed  §  164.39  (c),  (d),  (g), 
and  (h). 

6.  Proposed  §  164.39(gK3)  provides 
that  each  new  foreign  tank  vessel 
must  have  a  main  steering  gear  that 
can,  while  operating  with  one  or  more 
power  units,  move  the  rudder  as  re- 
quired  by  that  regulation.  The  TSPP 
requirements  contain  this  same  provi¬ 
sion.  Proposed  §  164.39(h)(2)  also 
adopts  this  provision  for  new  UJS.  tank 
vessels,  except  in  one  respect.  Pro¬ 
posed  §  164.39(h)(2)  requires  that  only 
one  steering  gear  power  unit  may  be 
used  to  comply  with  that  regulation 
and,  thus,  imposes  a  more  rigorous 
standard  than  the  corresponding 
standard  in  pnH>osed  §  164.39(gK3). 
However,  ciurent  practice  in  design 
and  construction  of  UJS.  tank  vessels  is 
to  provide  steering  gear  power  units 
that  -  would  meet  proposed 
§  164.39(hK2). 
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7.  Proposed  §  164.39(k)  requires  that 
the  power  supply  of  at  least  one  steer¬ 
ing  gear  power  unit  on  a  new  tank 
vessel,  and  its  associated  remote  steer¬ 
ing  gear  c<Mitrol  system,  be  the  vessel’s 
main  source  of  electrical  power.  Al¬ 
though  the  TSPP  provisions  do  not 
contain  a  similar  requirement,  current 
practice  in  design  and  construction  of 
tank  vessels  is  to  supply  steering  gear 
power  units  from  the  main  source  of 
electrical  power.  Proposed  §  164.39(k) 
has  been  included  to  ensure  that  on  a 
new  tank  vessel  the  alternative  source 
of  power  required_^  by  proposed 
§  164.39(1)  will  not  be"^he  sole  source 
of  electrical  power  to  the  steering  gear 
installation. 

8.  The  effective  date  in  proposed 
§  164.39<u)  and  the  postponed  compli¬ 
ance  date  in  proposed  §  164.39(s)  for 
existing  tank  vessels  would  be  the 
target  dates  recommended  by  the 
TSPP  Conference.  The  Coast  Guard 
gave  notice  of  the  intention  to  adopt 
these  dates  in  the  Regulatory  Imple¬ 
mentation  Plan  published  in  the  Fed¬ 
eral  Register  of  April  20.  1978  (43  FR 
16886-16891). 

9.  To  the  maximum  extent  possible, 
the  wording  used  in  the  TSPP  require¬ 
ments  has  been  retained  in  the  pro¬ 
posed  regulations.  Also  the  proposed 
regulations  are  arranged,  as  much  as 
possible,  in  the  same  order  as  the 
TSPP  requirements  to  facilitate  com¬ 
paring  one  set  of  requirements  with 
the  other. 

10.  The  proposed  regulations  do  not 
contain  most  of  the  TSPP  require¬ 
ments  for  testing  steering  equipment. 
These  requirements  are  already  cov¬ 
ered.  although  not  in  as  much  detail, 
in  33  CFR  164.11(q)  and  164.25.  The 
TSPP  requirements  for  drills  and  op¬ 
eration  of  steering  equipment,  and  the 
TSPP  testing  requirement  that  is  not 
already  in  33  CFR  Part  164.  are  in¬ 
cluded  in  the  proposed  rules  as 
§  164.39  (o)  through  (r). 

Regulatory  Analysis 

1.  A  Draft  Regulatory  Analysis  has 
been  prepared  for  these  proposed  reg¬ 
ulations  in  accordance  with  Depart¬ 
ment  of  Transportation  Notice  78-1 
entitled  “Improving  Government  Reg¬ 
ulations”  (43  FR  9582-9584).  The  anal¬ 
ysis  was  conducted  in  conjunction  with 
the  other  TSPP  regulatory  projects 
proposed  in  this  issue  of  the  Federal 
Register. 

2.  The  draft  analysis  discusses  the 
economic  impact  of  the  proposed  rules 
as  follows: 

The  cost  of  the  improved  steering  require¬ 
ment  is  a  one-time  cost  that,  for  the  most 
part,  is  independent  of  vessel  siae.  The  cost 
of  the  second  steering  gear  control  system 
and  required  alarm  on  existing  vessels  is  es¬ 
timated  to  be  approximately  $304)00  per 
vessel.  It  is  estimated  that  approximately  40 
percent  of  the  foreign  vessels  entering  U.S. 
ports  and  30  percent  U.S.  flag  vessels  will 


require  another  steering  gear  control 
sy^m.  Further,  it  is  estimated  that  90  per¬ 
cent  of  the  for^gn  flag  vessels  and  70  per¬ 
cent  of  the  U.S.  flag  vessels  will  need  the  ad¬ 
ditional  alarm  and/or  circuit  arrangement 
modifications  •  •  •. 

Most  of  the  economic  impact  will  be 
on  existing  tank  vessels  since,  as  ex¬ 
plained  in  the  draft  analysis,  few  new 
tank  vessels  are  expected  to  be  built 
within  the  next  five  years.  The 
number  of  existing  tank  vessels  that 
would  have  to  comply  with  the  steer¬ 
ing  gear  regulations  is  approximately 
1.650.  The  total  capital  cost  for  exist¬ 
ing  vessels  is  expected  to  be  approxi¬ 
mately  $20,000,000. 

3.  The  ultimate  benefits  and  impact  of 
the  regulations  would  be  a  reduction 
in  the  probability  of  collision  and 
groimding  of  tankers  caOsed  by  steer¬ 
ing  failure  and  a  resulting  reduction  in 
risk  of  property  damage,  personal 
injury  and  death,  and  pollution  of  the 
oceans  and  n.S.  waters. 

In  consideration  of  the  foregoing, 
the  Coast  Guard  proposed  to  amend 
Part  164  of  Title  33.  Code  of  Federal 
Regulations,  as  follows: 

PART  164— TANK  VESSELS  OF  10,000  GROSS 
TONS  OR  MORE 

1.  By  revising  the  authority  citation 
for  Part  164  to  read  as  follows: 

Authority:  Sec.  2.  Port  and  Tanker 
Safety  Act  of  1978  (Pub.  L.  95-474);  49  CFR 
1.46(n)(4).  except  as  otherwise  noted. 

2.  By  revising  §  164.01  to  read  as  fol¬ 
lows: 

§  164.01  Applicability. 

(a)  This  part  (except  §164.39)  ap¬ 
plies  to  each  self-propelled  vessel  of 
1600  OT  more  gross  tons  (except  for¬ 
eign  vessels  described  in  §  164.02)  when 
it  is  operating  in  the  navigable  waters 
of  the  United  States  (except  the 
Panama  Canal  or  St.  Lawrence 
Seaway). 

3.  By  adding  a  new  §  164.02  to  read 
as  follows: 

§  164.02  Applicability  exception  for  for¬ 
eign  vessels. 

(a)  This  part  (including  §  164.39) 
does  not  apply  to  foreign  vessels 
that— 

(1)  Are  not  destined  for.  or  departing 
from,  a  port  or  place  subject  to  the  ju¬ 
risdiction  of  the  United  States:  and 

(2)  Are  hi- 

fi)  Innocwit  passage  through  the  ter¬ 
ritorial  sea  of  the  United  States;  or 

(ii)  Transit  through  navigable  waters 
of  the  United  States  which  form  a 
part  of  an  international  strait. 

4.  By  adding  a  new  §  164.39  to  read 
as  follows: 


§  164.39  Steering  gean  tank  vessels. 

(a)  This  section  applies  to  each  tank 
vessel  of  10.000  gross  tons  or  more, 
except  a  public  vessel,  that— 

(1)  Is  documented  under  the  laws  of 
the  United  States  (U.S.  vessel);  or 

(2)  Is  a  foreign  vessels  that— 

(1)  Calls  at  a  port  or  place  subject  to 
the  jurisdiction  of  the  United  States; 
or 

(ii)  Otherwise  enters  or  operates  in 
the  navigable  waters  of  the  United 
States,  except  vessels  described  in 
§  164.02. 

(b)  Definitions.  (1)  “Tank  vessel” 
means  a  vessel  constructed  or  adapted 
primarily  to  carry  oil  or  hazardous  ma¬ 
terials  in  bulk  in  cargo  spaces. 

(2)  “New  tank  vessel”  means  a  tank 
vessel— 

(i)  For  which  the  building  contract  is 
placed  after  June  1, 1979;  or 

(ii)  In  the  absence  of  a  building  con¬ 
tract,  the  keel  of  which  is  laid,  or 
which  is  at  a  similar  stage  of  construc¬ 
tion  after  January  1.  1980;  or 

(iii)  TTie  delivery  of  which  is  after 
June  1. 1982;  or 

(iv)  Which  has  undergone  a  major 
conversion,  which  is  contracted  for 
after  June  1,  1979,  or  construction 
work  of  which  is  begun  after  January 
1,  1980,  or  completed  after  June  1, 
1982. 

(3)  “Major  conversion”  means,  for 
the  purpose  of  this  paragraph,  a  con¬ 
version  of  an  existing  tank  vessel 
which  substantially  alters  the  dimen¬ 
sions  or  carrying  capacity  of  the 
vessel,  or  changes  the  type  of  vessel, 
or  substantially  prolongs  its  life,  or 
which  otherwise  so  alters  the  vessel 
that  it  is  essentially  a  new  tank  vessel. 
A  major  conversion  does  not  include, 
however,  any  alteration  or  modifica¬ 
tion  made  to  meet  the  requirements  of 
this  section. 

(4)  “Public  vessel”,  “oil”,  “hazardous 
materials”,  “foreign  vessel”,  and  “ex¬ 
isting”,  as  used  in  this  section,  have 
the  same  meanings  provided  for  these 
terms  in  Section  5  of  the  Port  and 
Tanker  Safety  Act  of  1978  (46  U.S.C. 
391a). 

(5)  “Main  steering  gear”  means  the 
steering  gear  power  units  (if  any)  and 
their  ancillary  equipment,  and  the  ma¬ 
chinery  that  can  apply  enough  torque 
to  the  rudder  stock,  tiller,  or  quadrant 
to  effect  movement  of  the  ruddo*  and 
steer  the  vessel  under  normal  operat¬ 
ing  conditions. 

(6)  “Steering  gear  power  unit” 
means— 

(i)  In  the  case  of  electric  steering 
gear,  an  electric  motor  and  its  associ¬ 
ated  electrical  equipment  such  as  the 
motor  controller  and  disconnect 
switch; 

(ii)  In  the  case  of  electro-hydraulic 
steering  gear,  an  electric  motor  and  its 
associated  electrical  equipnmit  and 
cminected  pump;  and 
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(iii)  Ifl  the  case  of  other  hydraulic 
steering  gear,  a  driving  engtoe  and 
connected  pump. 

(7)  “Remote  steering  gear  control 
system"  means  a  system  by  which 
orders  for  rudder  movements  are 
transmitted  from  the  navigating 
bridge  to  the  steering  gear  power  unit 
controls. 

(8)  “Maximum  service  speed"  means 
the  greatest  speed  that  a  vessel  is  de¬ 
signed  to  maintain  at  its  deepest  sea¬ 
going  draft. 

(c)  Each  tank  vessel  must  have  two 
remote  steering  gear  control  systems, 
except  that  separate  steering  wheels 
or  steering  levers  are  not  required. 

(d)  Each  remote  steering  gear  con¬ 
trol  system  required  by  paragraph  (c) 
of  this  section  must— 

(1)  Be  arranged  so  that  if  the  system 
in  operation  fails,  the  other  system 
can  be  brought  into  immediate  oper¬ 
ation  from  a  position  on  the  navigat¬ 
ing  bridge; 

(2)  If  electric,  be  supplied  with 
power  by  a  circuit  that  is— 

(i)  Used  for  no  other  purpose;  and 

(ii)  Is  connected  in  the  steering  gear 
compartment  to  the  circuit  that  sup¬ 
plies  power  to  the  steering  gear  power 
unit  controlled  by  the  steering  gear 
control  system;  and 

(3)  Have  an  audible  and  visual  alarm 
that  activates  on  the  navigating  bridge 
upon  loss  of  power  to  the  system. 

(e)  The  visual  alarm  required  by 
paragraph  (d)  of  this  section  must  be 
placed  in  a  location  on  the  navigating 
bridge  where  it  can  be  readily  seen. 

(f)  Each  tank  vessel  must  have— 

(1)  A  means  in  the  steering  gear 
compartment  for  controlling  the  main 
steering  gear; 

(2)  A  means  in  the  steering  gear 
compartment  to  disconnect  each 
remote  steering  gear  control  system 
from  its  power  supply; 

(3)  A  means  to  communicate  be¬ 
tween  the  navigating  bridge  and  the 
steering  gear  compartment; 

(4)  A  rudder  angle  indicator  system 
that  is— 

(i)  Located  on  the  navigating  bridge, 
and 

(ii)  Independent  of  each  remote 
steering  gear  control  system;  and 

(5)  A  means  for  indicating  in  the 
steering  gear  compartment  the  angru- 
lar  position  of  the  rudder. 

(g)  Each  new  foreign  tank  vessel 
must  have  a  main  steering  gear  that— 

(1)  Has  two  or  more  identical  steer¬ 
ing  gear  power  units; 

(2)  To  the  extent  practicable,  is  ar¬ 
ranged  so  that  a  failure  in  its  piping  or 
a  steering  gear  power  unit  will  not 
impair  operation  of  the  remaining 
part  of  the  steering  gear;  and 

(3)  Can,  while  the  vessel  is  operating 
at  maximum  service  speed  in  its  deep¬ 
est  seagoing  draft  with  one  or  more 
power  units— 
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(i)  Put  the  rudder  over  from*  35  de¬ 
grees  on  one  side  of  the  vessel  to  35  de¬ 
grees  on  the  other  side;  and 

(ii)  Put  the  rudder  over  from  35  de¬ 
grees  on  either  side  of  the  vessel  to  30 
degrees  on  the  other  side  is  not  more 
than  28  seconds. 

(h)  Each  new  n.S.  tank  vessel  must 
have  a  main  steering  gear  that — 

(1)  Meets  the  requirments  for  a  main 
steering  gear  in  paragraphs  (g)(1)  and 
(g)(2)  of  this  section;  and 

(2)  Can,  while  the  vessel  is  operating 
at  maximum  service  speed  in  its  deep¬ 
est  seagoing  draft  with  only  one  power 
unit,  move  the  rudder  in  the  manner 
described  in  paragraphs  (g)(3)(i)  and 
(g)(3)(ii)  of  this  section. 

(i)  Mechanical  couplings,  including 
mechanical  connections  with  a  remote 
steering  gear  control  system,  on  a  new 
tank  vessel  must  be  of  sound  construc¬ 
tion  and  designed  for  reliable  perform¬ 
ance. 

(j)  Each  steering  ge{ir  power  unit  on 
a  new  tank  vessel  must— 

(1)  Be  designed  so  that— 

(1)  When  operating  at  the  time  of 
power  failure,  it  will  start  automatical¬ 
ly  after  power  is  restored  unless  it  is 
manually  shut  off  during  the  power 
failure;  and 

(ii)  It  can  be  brought  into  operation 
from  a  position  on  the  navigating 
bridge; 

(2)  Have  an  alarm  that  activates  on 
the  navigating  bridge  upon  loss  of 
power  to  the  power  \mit. 

(k)  The  power  supply  of  at  least  one 
steering  gear  power  unit  on  a  new  tank 
vessel,  and  one  remote  steering  gear 
control  system,  must  be  the  vessel’s 
main  source  of  electrical  power. 

(l)  Each  new  tank  vessel  must  have 
an  alternative  power  supply  that  can 
automatically  supply  power  to  a  steer¬ 
ing  gear  power  luiit,  its  associated 
remote  steering  gear  control  system, 
and  the  rudder  angle  indicator  system 
within  45  seconds  after  loss  of  the  ves¬ 
sel’s  main  source  of  electrical  power. 

(m)  The  alternative  power  supply  re¬ 
quired  by  paragraph  (1)  of  this  section 
must  be— 

(1)  The  emergency  source  of  electri¬ 
cal  power  on  the  vessel;  or 

(2)  An  independent  source  of  power 
that— 

(i)  Is  located  in  the  steering  gear 
compartment; 

(ii)  Is  not  used  for  any  purpose  other 
than  as  an  alternative  power  supply; 
and 

(iii)  Has  sufficient  capacity  for  at 
least  one  half  hour  of  continous  oper¬ 
ation. 

(n)  A  steering  gear  power  unit  on  a 
new  tank  vessel,  when  supplied  by  the 
alternative  power  supply,  must  be  ca¬ 
pable  of  putting  the  rudder  over  from 
15  degrees  on  one  side  of  the  vessel  to 
15  degrees  on  the  other  side  within  60 
seconds  when  the  vessel  is  operating  in 


its  deepest  seagoing  draft  at  M  maxi¬ 
mum  service  speed  or  7  knots,  which¬ 
ever  is  greater. 

(o)  Each  tank  vessel  must  have  oper¬ 
ating  instructions  and  a  block  diagram 
that  clearly  and  simply  explain  the 
change-over  procedures  for  the  remote 
steering  gear  control  systems  and 
steering  gear  power  imits  on  the 
vessel.  The  instructions  and  block  dia¬ 
gram  must  be  permanently  displayed 
both  on  the  navigating  bridge  and  in 
the  steering  gear  compartment  on  the 
vessel. 

(p)  No  tank  vessel  may  enter  or  be 
operated  in  confined  or  congested 
waters  described  in  §  164.16  imless— 

(1)  When  imderway  in  those  waters, 
at  least  two  of  the  steering  gear  power 
units  on  the  vessel  are  in  operation  if 
simxiltaneous  operation  of  the  units  is 
practicable;  and 

(2)  Within  one  hour  before  entering 
those  waters  the  steering  wheel  or 
lever  on  the  navigating  bridge  is  oper¬ 
ated  to  determine  whether  the  steer¬ 
ing  equipment  is  operating  properly 
under  manual  control. 

(q)  The  master  of  a  U.S.  tank  vessel 
shall  conduct  an  emergency  steering 
drill  at  least  once  every  3  months  and 
have  the  results  of  the  drill  logged  in 
the  vessel’s  log  book.  The  drill  must 
include  at  a  minimum  the  following: 

(1)  Operation  of  the  main  steering 
gear  from  within  the  steering  gear 
compartment. 

(2)  Operation  of  the  means  of  com¬ 
munication  required  by  paragraph 
(f)(3)  of  this  section. 

(3)  Operation  of  the  alternative 
power  supply  if  the  vessel  is  so 
equipped. 

(r)  No  tank  vessel  may  enter  or  be 
operated  in  U.S.  navigable  waters 
unless  the  emergency  steering  drill  de¬ 
scribed  in  paragraph  (q)  of  this  section 
has  been— 

(1)  Conducted  within  three  months 
prior  to  entry;  and 

(2)  Logged  in  the  vessel’s  log  book. 

(s)  Compliance  with  the  require¬ 
ments  in  paragraphs  (c)  through  (f )  of 
this  section  is  not  required  until  Jime 
1, 1981. 

(t)  This  section  is  issued  under  the 
authority  of  Section  5  of  The  Port  and 
Tanker  Safety  Act  of  1978  (Sec.  5, 
Pub.  L.  95-474)  (46  U.S.C.  391a)). 

(u)  These  regulations  become  effec¬ 
tive  on  Jxme  1, 1979. 

(Sec.  5,  Pub.  L.  95-474  (46  U.S.C.  391a);  49 
CPR  1.46). 

Dated;  February  5, 1979. 

R.  H.  Scarborough, 

Vice  Admiral,  U.S.  Coa^t  Guard, 
Acting  Commandant 

[FR  Doc.  79-4513  FUed  2-9-79;  8:45  am] 
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ICGD  77-057a] 

INEtT  OAS  AND  DECK  FOAM  SYSTEMS 

Frepescd  Rul«;  Withdrawal  of  Fravloin 
Ftopoiad  IWa 

AGENCY:  Coast  Guard,  DOT. 

ACTION:  Proposed  rule;  withdrawal 
of  previous  proposed  rule. 

SUMMARY:  This  proposed  amend¬ 
ment  to  the  tank  vessel  regulations  re¬ 
quires  all  new  crude  oil  tankers  and 
product  carriers  which  enter  UJ3. 
ports,  both  foreign  and  domestic, 
which  are  of  20,000  deadweight  tons 
and  above  to  be  fitted  with  an  inert 
gas  system.  New  foreign  flag  vessels  of 
20,000  DWT  and  greater  would  be  re¬ 
quired  to  be  fitted  with  a  fixed  deck 
foam  system.  Additionally,  all  existing 
vessels  greater  than  20,000  DWT  for 
crude  carriers  and  40,000  DWT  for 
product  carriers  will  have  to  be  fitted 
with  an  inert  gas  system.  Dates  for  im¬ 
plementation  are  specified  in  the  rule. 

DATES:  Comments  must  be  received 
on  or  before:  April  16, 1979. 

ADDRESSES:  Ccmiments  should  be 
submitted  to  Commandant  (G-CMC/ 
81).  (CGD  77-057a),  U.S.  Coast  Guard, 
Room  8117.  400  Seventh  Street,  S.W.. 
Washington,  D.C.  20590.  Comments 
will  be  made  available  for  examination 
at  the  Marine  Safety  Council  (G- 
CMC/81),  Room  8117,  Department  of 
Transportation.  Nassif  Building,  400 
Seventh  Street,  S.W.,  Washington. 
D.C.  20590. 

FOR  FURTHER  INFORMATION 
CONTACT: 

Daniel  F.  Sheehan,  Office  of  Mer¬ 
chant  Marine  Safety  (G-MMT/82), 
Room  8225,  U.S.  Coast  Guard,  De¬ 
partment  of  Transportation.  Nassif 
Building.  400  Seventh  Street.  S.W., 
Washington,  D.C.  20590,  202-426- 
2197. 

SUPPLEMENTARY  INFORMATION: 
Interested  persons  are  invited  to  par¬ 
ticipate  in  this  proposed  rulemaking 
by  submitting  written  views,  data  or 
arguments.  Each  comment  should  in¬ 
clude  the  docket  number  (CGD  77- 
057a),  the  name  and  address  of  the 
person  submitting  the  comments,  the 
specific  section  of  the  proposal  to 
which  each  comment  is  addressed,  and 
give  the  reasons  for  the  comment.  All 
comments  received  before  the  expira¬ 
tion  of  the  ccxnment  period  will  be 
fully  considered  before  final  action  is 
taken  on  this  proposal. 

On  May  16,  1977,  the  Coast  Guard 
published  a  notice  (CGD  77-057)  re¬ 
quiring  the  fitting  of  an  Inert  Gas 
System  (IGS)  on  all  tankers  20,000 
deadweight  tons  and  above.  New  ves¬ 


sels  would  be  required  to  comply  after 
the  effective  date  of  the  rulemaking 
and  existing  vessels  would  have  60 
months  from  that  date. 

On  April  20.  1978,  the  Coast  Guard 
published  a  notice  (COD  78-053)  out¬ 
lining  the  results  of  the  International 
Conference  on  Tanker  Safety  and  pol¬ 
lution  Prevention  (TSPP  Conference). 
In  that  notice  there  was  specific  dis¬ 
cussion  of  the  time  tables  tha.r  the 
Coast  Guard  proposed 'for  implemen¬ 
tation  of  the  results. 

A  new  notice  is  being  published  be¬ 
cause  the  Port  and  Tanker  Safety  Act 
of  1978  (Pub.  L.  95-474)  requires  a  dif¬ 
ferent  approach,  particularly  with 
regard  to  effective  dates  and  the  con¬ 
cept  of  a  “new”  vessel  than  that  de¬ 
tailed  in  CGD  77-057,  which  is  hereby 
withdrawn. 

Diurrnro  Information 

The  principal  persons  involved  in 
drafting  this  rule  are:  Daniel  F.  Shee¬ 
han,  Project  Manager,  Office  of  Mer¬ 
chant  Marine  Safety;  and  Michael  N. 
Mervin.  Project  Attorney,  Office  of 
Chief  CounseL 

Background 

During  the  winter  of  1976-77,  several 
tanker  casualties  occiured  in  or  near 
U.S.  waters.  These  casualties  demon¬ 
strated  the  need  for  a  global  effort  to 
improve  the  level  of  safety  of  tank  ves¬ 
sels  and  to  decrease  their  pollution  po¬ 
tential.  The  President,  in  his  message 
to  Congress  of  March  17,  1977,  pro¬ 
posed  a  series  of  initiatives  to  be  taken 
both  nationally  and  internationally. 
These  initiatives  were  broad  in  scope 
and  included,  among  several  things,  a 
proposal  to  require  an  IGS  on  all  tank¬ 
ers  of  20,000  deadweight  Ums  and 
over. 

On  the  basis  of  the  Presidential  ini¬ 
tiatives,  the  Coast  Guard  published 
propos^  rules  in  the  Federal  Regis¬ 
ter  of  May  16,  1977.  The  pr(^>osed 
rules  contained  requirem^tss  for  oil 
tankers  of  20,000  deadweight  tons  or 
more  to  have  an  IGS.  New  tankers 
constructed  after  the  effective  date  of 
the  rulemaking  would  be  required  to 
be  fitted  with  an  IGS  and  those  exist¬ 
ing  tankers  which  were  not  currently 
required  by  regulations  to  have  an 
IGS  would  be  given  60  months  after 
the  effective  date  of  the  rule  to 
comply. 

More  than  200  comments  were  re¬ 
ceived  on  the  May  16,  1977  notice  of 
proposed  rulemaking.  Most  comments 
were  favorable,  although  some  sug¬ 
gested  specific  proposals  which  would 
have  deviated  from  the  notice  with  re¬ 
spect  to  scope  and  extent  of  applica¬ 
tion.  The  results  of  the  TSPP  Confer¬ 
ence,  which  are  described  in  the  fol- 
lowW  paragraphs,  do  restrict  to  some 
degree  the  ext^t  and  scope  of  the 
rulemaking. 


At  the  TSPP  Conference,  the  follow¬ 
ing  was  agreed  to  with  respect  to  fit¬ 
ting  of  inert  gas  systems: 

All  new  tankers  (crude  and  prodoct)  ei 
20,000  deadweight  tons  and  ab<^  must  be 
fitted  with  an  IGS. 

All  existing  crude  carriers  of  20,000  dead¬ 
weight  tons  and  above  must  be  fitted  with 
an  108.  It  riiould  be  noted  that  each  admin- 
Istratian  may  grant  exemptions  from  this 
requirement  if  flttkig  is  deemed  unreason¬ 
able  and  impractteaUe. 

All  existing  product  carriers  of  40.000 
deadweight  tons  and  above  must  be  fitted 
with  an  lOS. 

An  existing  tankers  of  greater  than  20,000 
deadweight  tons  that  either— 

(1)  Have  fixed  high  capacity  washing  ma¬ 
chines  (60  cubic  meters  per  hour),  or 

(2)  Operate  a  crude  oil  washW  system, 
must  be  fitted  with  an  IGS. 

“New  vessel”  is  defined  as  a  vessel  that — 

(1)  Is  constructed  under  a  building  con¬ 
tract  awarded  after  June  1, 1979; 

(2)  In  the  absence  of  a  building  contract, 
has  the  keel  laid  or  is  at  a  similar  stage  of 
construction  after  Jantuuy  1, 1980;  or 

(3)  Is  delivered  after  Jime  1, 1982. 

(4)  Which  has  tmdergone  a  major  eonver- 
sfcm.  which  is  contracted  for  after  June  1. 
1979,  or  construction  WOTk  of  srhich  is 
begun  aftor  Jantuuy  1,  1980,  or  completed 
after  June  1. 1982. 

Ebcisting  vessels  are  vessels  which  are  not 
new  vessels.  It  should  be  noted  that  UH. 
flag  vessels  affected  by  CGD  74-127,  pub¬ 
lished  January  26,  1978  (41  FR  3838)  would 
still  have  to  comply  with  that  rule. 

Contained  in  the  results  of  the  (in¬ 
ference  are  resolutions  which  address 
the  subject  of  target  dates  for  the 
ONning  into  force  of  the  SOLAS  1974 
protocol.. On  the  basis  of  the  resolu- 
ti(m  and  the  stated  intention  of  the 
Ctoast  Guard,  43  FR  16886  (April  20, 
1978),  to  utilize  these  dates,  the  fol¬ 
lowing  is  a  description  of  the  time 
period  of  implementation  of  the  IGS 
requirements: 

Existing  Crude  and  Product  C^arriers  of 
70,000  deadweight  tons  and  over  will  be  re¬ 
quired  to  be  fitted  with  IGS  by  June  1. 1961. 

Existing  Crude  Carriers  between  20,000 
snd  70,000  deadweight  tons  will  be  required 
to  be  fitted  with  IGS  by  June  1, 1983. 

Existing  Product  Carriers  between  40,000 
and  70,000  deadweight  terns  will  be  required 
to  be  fitted  with  IGS  by  June  1. 1983. 

The  conference  also  ^}eclfled  fitting 
a  fixed  deck  foam  system  on  all  new 
tank  vessels  of  20,000  deadweight  tons 
and  above.  UR.  flag  tank  vessels  are 
currently  required  to  be  fitted  with 
fixed  deck  foam  systems,  therefore, 
this  proposal  addresses  new  foreign 
flag  tank  vessels. 

This  proposal  has  been  reviewed 
un(ier  the  Department  of  Transporta¬ 
tion’s  “Policies  and  Procedures  for 
Simpllflcation,  Analysis  and  Review  of 
Regulations”  (43  FR  9582,  March  8, 
1978).  A  Draft  Evaluation  has  bera 
prepared  and  is  included  in  the  public 
(kx^et. 
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DISCUSSION  OF  COMMENTS. 

In  response  to  COD  77-057,  there 
were  OTer  two  hundred  comments  con- 
cemln£  either  the  Presidential  Initia¬ 
tives  in  general  as  reflected  in  the 
rulemaking  or  a  discussion  of  specific 
items  contained  in  that  rulemaking. 
The  great  majority  of  commentators 
did  not  provide  technical  comments 
but  rather  general  support  for  the  ap¬ 
proach. 

The  technical  comments  can  be  di¬ 
vided  into  the  following  general  cate¬ 
gories: 

Justification  for  IGS. 

Applicability  of  IGS  to  Product  Carriers. 

Retrofitting  of  IGS  in  vessels  below 
100,000  tons  deadweight. 

Evnironmental  and  Miscellaneous  Issues. 

Each  section  will  be  addressed  sepa¬ 
rately. 

JUSTIFICATION  FOR  IGS 

Several  conomentators  felt  that 
there  was  inadequate  justification  for 
the  retrofitting  of  inert  gas  systems. 
Points  were  raised  that  the  number  of 
serious  explosions  had  decreased  in 
the  last  several  years  and  that  this 
should  be  attributed  to  safer  operating 
procedures  and  the  fitting  of  an  IGS 
on  the  majority  of  vessels  over  100,000 
DWT.  It  is  true  that  the  gross  number 
of  explosions  has  gone  down  over  the 
last  several  years. 

It  is  agreed  that  a  large  portion  of 
vessels  over  100,000  DWT  have  been 
fitted  with  an  IGS  and  that  this  has 
had  an  impact.  Serious  explosions 
have  occurred  on  vessels  smaller  than 
100,000  DWT  and  these  have  tended 
to  occur  in  port  or  in  close  proximity 
to  port.  This  coupled  with  the  poten¬ 
tial  that  exists  for  tank  vessel  explo¬ 
sions  dictated  the  initial  proposals. 

Ihe  TSPP  Conference  protocols  re¬ 
flect  this  in  that  the  base  starting 
point  for  most  vessels  is  20,000  DWT. 
The  singular  exception  is  that  portion 
which  requires  existing  product  carri¬ 
ers  to  start  at  40,000  DWT.  This  will 
be  discussed  in  the  next  section. 

Other  commentators  felt  that  the 
proposal  did  not  go  far  enough  and 
that  the  requirement  should  be  ex¬ 
tended  to  all  barges  and  to  all  tank 
vessels  greater  than  1600  gross  tons. 
On  balance  the  scope  and  extent  this 
proposal  is  judged  adequate  by  the 
Coast  Guard. 

One  commentator  stated  that  the 
initial  reason  that  inert  gas  systems 
were  required  for  large  vessels  was  re¬ 
lated  to  the  problems  associated  with 
high  capacity  washing  machines.  It 
was  the  opinion  of  the  commentator 
that  this  should  he  addressed  in  the 
rulemaking.  In  accordance  with  this 
comment,  the  rulemaking  has  been  re¬ 
vised  to  include  vessels  equipped  with 
high  capacity  washing  machines. 
These  are  defined  as  machines  which 


have  a  capacity  of  60  cubic  meters  per 
hour  or  more. 

AFFUCABILITT  OF  INERT  GAS  SYSTEMS  TO 
FRODUCT  CARRIERS 

Several  commentators  felt  that  inert 
gas  systems  should  not  be  required  for 
existing  product  carriers.  Others  felt 
that  they  should  not  be  required  for 
new  product  carriers,  while  others  felt 
that  there  was  no  problem  in  retrofit¬ 
ting  product  carriers  with  inert  gas 
systems. 

Those  objecting  to  fitting  of  IGS  on 
product  carriers  did  so  on  the  basis  of 
concern  for  product  contamination. 

CONCERN  FOR  FRODUCT  CONTAMINATION 

Potential  product  contamination  is  a 
problem  that  must  be  considered  by  a 
product  tanker  operator.  Products  are 
often  formulated  with  special  addi¬ 
tives  that  impart  a  certain  quality  to 
that  product.  Contamination  by  water, 
particulate  matter,  incompatible 
chemicals  or  by  another  product  can 
serve  to  diminish  product  quality.  In 
practice  tanker  operators  exercise  a 
great  deal  of  care  to  prevent  product 
or  cargo  contamination. 

The  potential  for  product  contami¬ 
nation  via  the  IGS  is  twofold.  First,  if 
the  IGS  is  not  operating  efficiently 
and  the  system  scrubbers  do  not 
remove  adequate  amounts  of  sulphur 
or  other  particulate  matter,  these  may 
be  carried  over  to  the  cargo  and  subse¬ 
quently  contaminate  the  cargo.  A 
second  possibility  exists  if  the  piping 
system  for  the  inert  gas  system  is  in¬ 
appropriately  managed.  Inert  gas 
system  piping  is  often  common  to  a 
number  of  tanks.  Through  this  system 
of  piping  it  is  possible,  through  inat¬ 
tention  or  mismanagement  of  cargo 
vapor,  to  have  one  cargo  contaminate 
another. 

Both  of  these  problems  were  thor¬ 
oughly  aired  at  the  TSPP  Conference 
and  its  preparatory  sessions.  Product 
carriers  have  been  inerted  since  1935 
by  one  n.S.  tanker  operator  and  since 
1963  by  a  company  in  the  United 
Kingdom.  Recent  tests  by  a  major  oil 
company  have  not  indicated  product 
contamination  with  properly  scrubbed 
inert  gas,  a  conclusion  verified  by  ex¬ 
perience.  The  problem  of  vapor  line 
inert  gas  management  is  one  which 
will  require  the  same  diligence  that 
product  tanker  operators  currently 
practice.  It  should  be  noted  that  the 
TSPP  Conference  recognized  that 
product  carriers  between  20,000  dead¬ 
weight  tons  and  40,000  deadweight 
tons  generally  contain  a  greater 
number  of  tanks  and  associated  piping 
than  a  crude  oil  vessels  of  comparable 
size.  Taking  this  into  accoimt  it  was 
decided  to  restrict  retrofit  installation 
of  IGS  on  vessels  in  this  size  range  be¬ 
cause  an  additional  hazard  due  to  in¬ 
herent  system/cargo  complexity  could 


be  introduced.  In  summary,  the  prob¬ 
lems  of  product  contamination  are 
controllable  if  proper  attention  is 
given  to  IGS  maintenance  and  cargo 
management.  The  incentives  of  safety 
and  economics  play  an  equal  role. 

INSTAUATION  OF  IGS  IN  VTESSELS  BELOW 
20,000  DWT 

One  commentator  suggested  that  an 
IGS  should  be  required  on  all  barges 
and  all  tank  vessels  greater  than  1600 
gross  registered  tons;  additionally, 
that  integrated  tug  barges  should  be 
covered  by  the  regulations.  Utilizing 
20,000  deadweight  tons  as  a  lower  limit 
for  mandatory  fitting  of  an  IGS  was 
based  on  the  assessment  that  this 
would  include  the  majority  of  foreign 
flag  tankers  that  trade  in  U.S.  ports. 
Smaller  tankers  and  barges  do  not 
have  a  significant  history  of  fires  and 
explosions  and  further  those  that 
trade  in  U.S.  waters  are  primarily  U.S. 
flag  vessels  subject  to  stringent  design, 
operation,  and  certification  standards. 

For  the  purposes  of  this  rulemaking 
integrated  tug  barges  which  carry 
grades  A,  B,  C,  or  D  cargo  in  bulk  and 
have  a  combined  deadweight  tonnage 
above  the  applicable  tonnage  base  will 
be  treated  as  tank  ships. 

It  should  be  pointed  out  that  several 
commentators  felt  that  an  IGS  should 
be  required  only  on  vessels  of  100,000 
deadweight  tons  and  over. 

ENVIRONMENTAL  ISSUES 

Two  commentators  wrote  of  possible 
environmental  aspects  of  inert  gas  sys¬ 
tems.  The  first  comment  concerned 
the  production  of  sulfurous  acid  when 
flue  gases  containing  sulfur  are 
scrubbed.  Water  is  used  to  scrub  sulfur 
and  particulate  matter  from  the  flue 
gas  and  it  is  subsequently  pumped 
overboard.  In  some  instances,  the 
water  contains  a  mixture  of  sulfurous 
acid.  This  condition  has  been  investi¬ 
gated  by  several  major  oil  companies 
and  by  Det  Norske  Veritas,  a  Norwe¬ 
gian  classification  society.  In  each  in¬ 
stance,  measurements  were  made  of 
the  pH  of  the  water  at  various  dis¬ 
tances  from  the  underwater  outlet. 
The  measurements  indicated  that  the 
sea  water  safely  neutralized  the  acid 
mixture  without  apparent  ill  effects. 
Further,  particulate  matter  in  flue  gas 
enters  the  water  after  stack  gases  cool. 
The  scrubbing  process  has  the  same 
end  effect. 

The  second  issue  raised  was  whether 
or  not  the  fitting  of  an  IGS  increased 
hydrocarbon  emission  into  the  atmos¬ 
phere.  The  question  contained  no 
boundary  conditions  with  respect  to 
what  part  •  of  the  ships  operational 
cycle  the  comment  applied  to.  As  a 
result  an  examination  of  a  vessel 
normal  operating  cycle  of-Loading- 
Loaded  voyage-discharge  of  cargo-Bal- 
lasting-Ballast  Voyage-was  examined. 
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Inert  gas  systems,  by  virtue  of  func¬ 
tional  requirements,  provide  a  system 
where  cargo  tanks  are  not  normally 
open  to  the  atmosphere.  This  is  done 
to  maintain  a  proper  inert  gas  mixture 
in  the  tanks.  Discharge  of  hydrocar¬ 
bon  vapors  into  the  atmosphere  in  a 
vessel  equipped  with  an  IGS  would 
occur  when  the  vessel  ballasted, 
during  any  tank  breathing  through 
the  Pressure/Vacuum  Valves  due  to 
atmospheric  chsuiges,  and  when  the 
vessel  was  being  loaded.  A  vessel  not 
equipped  with  an  IGS  would  also  re¬ 
lease  hydrocarbons  into  the  atmos¬ 
phere  imder  these  circumstances.  On 
this  basis  vessels  equipped  with  IGS 
should  not  increase  hydrocarbon  emis¬ 
sions  into  the  atmosphere. 

EQUIVALENCE 

SOLAS  74  and  the  1978  Protocol  to 
the  1974  Safety  Life  at  Sea  Conven¬ 
tion  permit  alternative  systems  for  the 
protection  of  cargo  tanks  as  long  as 
certain  principles  are  met.  When  the 
Coast  Guard  promulgated  rules  and 
regulations  to  make  Regulation  60  of 
Chapter  II-2  of  SOLAS  74  mandatory 
for  U.S.-flag  vessels  it  was  considered 
unnecessary  to  develop  specific  guide¬ 
lines  to  permit  alternatives.  The  gen¬ 
eral  equivalency  clause  in  the  base  reg¬ 
ulation  (46  CFR  Subchapter  D)  per¬ 
mits  “equivalent  systems”  if  an  equiva¬ 
lent  degree  of  safety  is  maintained. 
This  approach  permits  sufficient  lati¬ 
tude  with  appropriate  safeguards. 

EXEMPTIONS 

The  1978  Protocol  to  the  1974  Safety 
of  Life  at  Sea  Conference  and  the  Port 
and  Tanker  Safety  Act  of  1978  permits 
the  Coast  Guard  to  exempt  the  fitting 
of  an  IGS  on  existing  crude  oil  carri¬ 
ers  between  20,000  DWT  and  40,000 
DWT  if  fitting  of  such  a  system  is 
deemed  unreasonabie  and  impractical. 
Petitions  will  be  scrutinized  carefully 
to  ensure  that  the  stringent  criteria 
for  obtaining  an  exemption  are  satis¬ 
fied.  The  existence  of  independent 
inert  gas  generating  systems  weakens 
the  argument,  for  example,  that  on¬ 
board  boiler  capacity  is  insufficient  to 
provide  inert  gas. 

The  Port  and  Tanker  Safety  Act  of 
1978  provides  that  where  a  deck  foam 
system  or  an  IGS  would  be  incompati¬ 
ble  with  the  cargo  carried,  that  the 
vessel  owner  may  request  an  exemp¬ 
tion  from  the  specific  requirement  as 
long  as  no  alternative  protection  is 
provided.  Deck  foam  systems  do  not 
present  a  problem  with  regard  to  this, 
in  that  they  are  utilized  during  emer¬ 
gency  conditions  when  the  cargo  is  on 
fire  and  cargo  contamination  is  not 
the  primary  concern.  Of  course,  foam 
would  not  be  required  on  a  vessel  car¬ 
rying  only  cargo  which  reacts  violently 
with  the  water  in  the  foam. 
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The  effectiveness  of  deck  foam  sys¬ 
tems  can  be  affected  by  the  type  of 
cargo  carried.  Specifically,  polar  sol¬ 
vents  destroy  regular  foams.  If  a  cargo 
is  a  polar  solvent  hydrocarbon,  a  polar 
^solvent  foam  must  be  used  if  firefight- 
*ing  effectiveness  is  to  be  achieved. 
This  is  taken  into  account  during  the 
design  phase  of  the  vessel  and  is  not 
judged  to  be  a  problem. 

Certain  products  may  prove  to  be  in¬ 
compatible  with  shipboard  produced 
inert  gas.  The  Port  and  Tanker  Safety 
Act  provides  that  a  ship  owner  may  re¬ 
quest  an  exemption  from  the  require¬ 
ment  for  an  IGS  on  a  particular  cargo 
as  long  as  an  alternative  arrangement 
is  provided  that  is  accepted  by  the 
Commandant.  Owners  may  make  ap¬ 
plication  in  accordance  with  the  proid- 
sions  detailed  in  the  regulations. 
These  applications  will  be  reviewed  on 
a  case-by-case  basis.  The  owner  must 
provide  laboratory  proof  that  the 
cargo  is  indeed  incompatible  with  good 
quality  inert  gas. 

Accordingly,  the  Coast  Guard  pro¬ 
poses  the  following  amendments  to 
Title  46,  Code  of  Federal  Regulations: 

PART  30— GENERAL  PROVISIONS 

1.  By  adding  a  new  §  30.01-5(e)(2)  as 
follows: 

§  30.01-5  Application  of  regulations — TB/ 
ALL. 

•  •  •  •  • 

(e) •  •  • 

(2)  A  foreign  flag  vessel,  except  a 
public  vessel,  which  operates  on  or 
enters  the  navigable  waters  of  the 
United  States,  or  which  transfers  oil  in 
any  port  or  place  subject  to  the  juris¬ 
diction  of  the  United  States,  must 
comply  with  the  provisions  of  Sub¬ 
parts  32.53  and  34.05  of  this  chapter, 
as  applicable. 

•  •  •  •  • 


PART  32— SPECIAL  EQUIPMENT,  MACHINERY, 
AND  HUU  REQUIREMENTS 

2.  By  revising  §  32.53-1  to  read  as  fol¬ 
lows: 

§  32.53-1  Application — T/ALL. 

(a)  Except  as  provided  in  paragraph 

(b)  of  this  section,  this  subpart  applies 
to: 

(DA  U,S.  crude  oil  tanker  or  prod¬ 
uct  carrier  of  100,000  DWT  tons 
(metric)  or  more  or  combination  carri¬ 
er  of  50,000  DWT  tons  (metric)  or 
more,  that  has  a  keel  laying  date  on  or 
after  January  1, 1975. 

(2)  A  new  (as  defined  in  46  U.S.C. 
391a(2))  crude  oil  tanker  or  product 
carrier,  or  foreign  flag  crude  oil  tanker 
or  product  carrier  of  20,000  DWT  tons 
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or  more  entering  the  navigable  waters 
of  the  U.S. 

(3)  A  crude  oil  tanker  that  is 
equipped  with  a  cargo  tank  cleaning 
system  that  uses  crude  oil  washing. 

(4)  An  existing  product  carrier  of 
20,000  deadweight  tons  (metric)  or 
more  that  has  tank  washing  machines 
with  a  capacity  of  more  than  60  cubic 
meters  per  hour  after  May  31, 1983. 

(5)  Any  other  U.S.  or  foreign  flag— 

(1)  Crude  oil  tanker  or  product  carri¬ 
er  of  70,000  deadweight  tons  (metric) 
and  over  after  May  31, 1981; 

(ii)  Crude  oil  tanker  between  20,000 
and  70,000  deadweight  tons  (metric) 
after  May  31, 1983; 

(iii)  Product  carrier  between  40,000 
and  70,000  deadweight  tons  (metric) 
after  May  31, 1983. 

(b)  This  subpart  does  not  apply  to 
vessels  designed  to  carry  only— 

(1)  Liquefied  gas  cargo;  or 

(2)  Grade  E  cargo  that  is  carried  at  a 
temperature  lower  than  50°C  below  its 
flash  point. 

3.  Adding  a  new  §  32.53  as  follows: 

§  32.53-3  Exemptions. 

(a)  The  Chief,  Office  of  Merchant 
Marine  Safety  grants  exemptions  for 
crude  oil  tankers  of  less  than  40,000 
deadweight  tons  not  fitted  with  high 
capacity  tank  washing  machines,  if  the 
vessel’s  owner  can  show  that  compli¬ 
ance  would  be  unreasonable  and  im¬ 
practicable  due  to  the  vessel’s  design 
characteristics. 

(b)  Requests  for  exemptions  must  be 
submitted  in  writing  to: 

Commandant  (G-MMT/82).  U.S.  Coast 

Guard.  Washington,  D.C.  20590. 

(c)  Each  request  must  be  supported 
by  documentation  showing  that— 

(1)  The  system  would  be  detrimental 
to  the  safe  operation  of  the  vessel; 

(2)  It  is  physically  impracticable  to 
install  the  system;  or 

(3)  Adequate  maintenance  of  the 
system  would  be  impossible. 

(d)  The  vessel’s  owner  may  request  a 
conference.  The  exemption  request 
file  will  be  available  for  use  in  the  con¬ 
ference  and  additional  argruments  or 
evidence  in  any  form  may  be  present¬ 
ed.  The  conference  will  be  recorded. 
The  presiding  officer  summarizes  the 
material  presented  at  the  conference 
and  submits  written  recommendations 
to  the  Chief.  Office  of  Merchant 
Marine  Safety. 

(e)  The  Chief,  Office  of  Merchant 
Marine  Safety  reviews  the  exemption 
request  file  and  decides  whether  to 
grant  or  deny  the  exemption.  The  de¬ 
cision  shall  include  an  explanation  of 
the  basis  on  which  the  exemption  is 
granted  or  denied,  and  constitutes 
final  agency  action. 
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PART  34— nREFIGHTING  EQUIPMENT 


4.  By  adding  a  new  sentence  to 
§  34.05-5(a)(2)  as  follows: 

§  34.05-5  Fire-extinguishing  systems — T/ 
ALL. 

m  m  m  0  0 

(a)  •  •  • 

(2)  •  •  •  new  foreign  flag  tankers  of 
20,000  DWT'and  over  as  defined  in 
subsection  (2)  of  46  U.S.C.  391a  must 
be  fitted  with  a  fixed  deck  foam 
system  complying  with  Regulation  61, 
Chapter  II-2  of  SOLAS  1974. 

0  0  0  0  0 

5.  By  adding  a  new  §34.20-l(c)  as 
follows: 

§  34.20-1  Application — T/ALL. 

•  •  *  *  • 

(c)  Foreign  flag  crude  oil  tankers 
and  product  carriers  required  to  have 
fixed  deck  foam  systems  by  this  sub¬ 
part  must  have  systems  that  are  de¬ 
signed  and  instaUed  in  accordance 
with  Regulation  61  of  Chapter  II-2  of 
SOLAS  1974.  (Senate  Document,  57- 
1180,  GPO,  Washington,  1976;  ‘‘Mes¬ 
sage  from  the  President  of  the  United 
States  transmitting,  the  International 
Convention  for  the  Safety  of  Life  at 
Sea,  1974,  Done  at  LONDON,  Novem¬ 
ber  1,  1974”). 

(46  D.S.C.  391a:  49  CFR  1.46(n)(4)) 

Dated:  February  5,  1979. 

R.  H.  Scarborough, 

Vice  Admiral,  U.S.  Coast  Guard, 
Acting  Commandant 

[FR  Doc.  79-4514  Piled  2-8-79;  8:45  am] 
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